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This bridge was designed 
to BAN transportation delays 


Because the movement of men and 
materials is so vitally linked to war 
activity, dependability is a first 
requirement in the design, material 
selection, and construction of every 
railroad structure. 

The Engineering Department of 
the Norfolk and Western Railroad 
took care of this requirement in an 
interesting way, in this ballast deck 
bridge at Narrows, Va. Two lateral 
halves of the bridge were pre- 
fabricated complete with wrought 
iron deck plates, and then set in 


place by two locomotive cranes. 
One track was kept continuously 
open, so that installation involved 
no interference with normal train 
operation. 

The use of wrought iron was 
dictated by the need for avoiding 
future repairs and replacements. 
The deck is subjected to severe 
corrosive attack, from run-off water, 
drainage from coal cars, and drip- 
pings from refrigerator cars. Tem- 
porary surface coatings for pro- 
tection are of course impractical. 





Wrought iron, by its many years 
of successful service under these 
identical conditions, has very defi- 
nitely proven its unusual resistance 
and long life. 

The applications where wrought 
iron is helping others, and could 
help you, are too numerous to 
itemize. If you have any services 
where corrosion or fatigue failures 
limit the life of ordinary materials, 
ask our Engineering Service De- 
partment for performance records 
of wrought iron under similar con- 
ditions. You'll find our General 
Catalog a big help in specifying 
or ordering; ask for a copy. 

A. M. Byers Co., Pittsburgh, Pa. 
Established 1864. Boston, New 
York, Philadelphia, Washington, 
Chicago, St. Louis, Houston, Seattle, 
San Francisco. 
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UNIT TRUCK 


IT IS THE OUNCE OF PREVENTION 
THAT COUNTS NOW 


Freight cars equipped with Unit Trucks will keep rolling, 
delivering precious ladings when others are on the repair track. Its 
simplified and rugged design eliminates hundreds of troublesome parts, 


effecting large savings of vital steel. 


Approved for interchange. 


Full information as to licensees authorized to manu- 
facture Unit Trucks will be furnished upon request. 


UNIT TRUCK CORPORATION 


140 CEDAR STREET NEW YORK, N.Y. 
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USE UR INTERLOCKING— 


“i NION" Route or ‘“‘UR” Interlocking provides the easiest 
and fastest method of routing trains through an inter- 
locking and the greatest speed is obtained in combination 
with electro-pneumatic switch and lock movements. For 
example, in such an installation, a very complicated route 
involving three movable point frogs, one double slip, three 
single switches and one derail requires but 214 seconds for 
the complete control, operation and indication of all move- 
ments because they are positioned simultaneously. 

The economy of time thus achieved is valuable in any 
interlocking plant, but is especially important for small 
layouts where it is desirable that the machine be placed 
under the jurisdiction of an operator who may devote some 
of his time to other duties. » » » » » » » » » 








UNION SWITCH & SIGNAL COMPANY 


. SWISSVALE, PA. 
NEW YORK CHICAGO ST. LOUIS SAN FRANCISCO 








The Week at a Glance 


ODT TRAFFIC ESTIMATE: Car- 
loadings this year will probably run 12 to 


| 15 per cent over last year—so ODT Di- 


rector Eastman testified last week to the 
' Truman committee, as reported in the news 
"pages herein. The petroleum movement 
» (600,000 bbl. a day—Harold Ickes, please 
note) is using 850 locomotives, Mr. East- 
© man said, and has made the power situa- 
' tion “tight” here and there. The director 


| disclosed a lot of ideas for improving rail- 
| road performance—very interesting, worth 
reading. 


a e : 
' BOOGER-MAN McKELLAR: Sena- 
| tor McKellar of Tennessee, who prevailed 
' upon the Transportation Board to investi- 
gate inter-territorial rates by questioning 
its appropriation until it agreed to do so, 
recently tried the same tactics on the I. C. 
C., as is revealed in the news pages here- 
in. The learned statesman did not like 
' the commission’s prohibition against sup- 


© plying two single-deck stock cars at the 


» price of a double-decker—and he threat- 
> ened, as retribution, the’I. C. C. appropria- 
" tion for emergency car-service work. The 
stratagem didn’t work. 

a 
ARMY APPROVES RAILROADS: 
There isn’t any question about it, the Army 
likes the railroads—an attitude, it needs 
hardly be said, which is heartily recipro- 
cated. Since military men do not bestow 
their praises haphazardly or undeservedly, 
the railroads’ standing with the Army may 

be taken as a gage of the quality of serv- 

ice they have been providing. The most 
recent expression of military satisfaction 
with its inland transportation is recorded in 
the news pages herein, wherein is reported 
this week’s press conference by the Army’s 
supply chief, General Somervell. The 
Army’s transportation job, said he, “has 
been absolutely unprecedented in size; and 
it has been done with unprecedented 
smoothness—thanks to the very effective co- 
operation we have with the Association of 
American Railroads.” 

ae 
“PORT AGENCIES”: General Somer- 
vell went on to tell about the “Port Agen- 
cies” which the Army has set up at points 
where its goods move from rail to water. 
These agencies will work closely with the 
ODT, the shipping administration and the 
railroads quickly to shift army goods in 
transit from congested to uncongested ports, 
and to hold traffic back in the interior 
whenever shipping isn’t going to be im- 
mediately available at tidewater. There 
have been “incipient situations” in the di- 
rection of congestion at a couple of ports 
but, the General added, they were prompt- 
ly cleared up. 

@ 
SH! EQUIPMENT MEETING!: 
The directors of the A. A. R. and Mr. 
Eastman with his railroad staff had a joint 
session on April 24, at which the presence 
» of the press was not requested. Rumor 
» hath it that the ODT director expressed 
| himself, not without clarity, on the pros- 
> pective equipment situation—what with the 


aan 


WPB counting on the railroads to pull 
rabbits out of a hat, when they won’t have 
a hat. 

» 
STAGGER TO WORK & BACK?: 
If American municipalities heed Joe East- 
man’s sound advice, they will set up local 
organizations (1) to encourage the “stag- 
gering” of working hours, (2) for “group 
riding” in all autos used as a means of get- 
ting from home to work, (3) to get better 
regulation of local traffic—all to cut down 
the wear and tear on rubber, and to make 
local transportation efficient. In another 
case, the ODT has decided that the rubber 
scarcity is more important than “public 
convenience”—hence some Kansas City bus 
customers are going to have to go back to 
trolley-riding. 

a 
CURIOUS I. C. C. LOGIC: The entire 
I. C. C., with some dissents, has affirmed a 
Division 3 decision knocking out all-com- 
modity rates between New York-Balti- 
more-Philadelphia and Atlanta-Chattanoo- 
ga-Birmingham. The roads wanted the 
rates to get forwarder business now mov- 
ing by truck under joint rates (under con- 
demnation by the I. C. C., but enjoying an 
indefinite stay of execution). This looks 
a good deal like saying that it is all right 
for a man to defend himself from an as- 
sailant who has not yet been apprehended, 
but that he mustn’t protect himself if the 
fellow who waylays him is at large on 
bail pending incarceration. 

g 
ORDERS FULL TRUCK LOADS: 
The ODT has issued some general orders 
covering trucking operations which are just 
about as thoroughgoing as General Order 
No. 1 in its application to the railroads. 
For example, all over-the-road operations 
after June 1 are supposed to be loaded to 
capacity outbound and to not less than 
75 per cent on the way back. This require- 
ment omits local collection and delivery 
vehicles, but, then, everything which goes 
over 15 miles is considered to be over-the- 
road. This will take in a lot of truck 
operations in conjunction with railroads, 
particularly those around break-bulk mer- 
chandise points and where trucks are used 
in lieu of peddler cars. 

@ 
HANDLING FROZEN FOODS: Just 
to get an idea how fast the “quick frozen” 
food business has grown—the production 
of one company alone went from 10 mil- 
lion pounds in 1932 to 250 million in 1938, 
and the business and resulting traffic has 
continued to expand ever since. To get 
their share of this movement, the railroads, 
naturally, must provide the facilities to 
care for it—and what these are, warehous- 
ing especially, is discussed in a paper else- 
where in these pages. It appears that not 
all the problems attendant on the develop- 
ment of this business have as yet been 
satisfactorily solved—leaving a consider- 
able field for the profitable operation of 
inventive and managerial genius, the ap- 
plication of which will have its effect on 
future ‘traffic. 
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TRANSPORT ERRORS IN ’17: The 
unsatisfactory transportation conditions 
during the last war have been ignorantly 
and dishonestly established in the public 
mind as arising from a “breakdown” of 
private operation of the railroads. As the 
leading editorial herein recalls, the “break- 
down” resulted, actually, from unwise 
governmental policies—not mistakes of 
private managements. And the biggest er- 
ror of all was made when a man without 
experience, or an attitude of mind fitting 
him for the task, was named director gen- 


eral. 

® 
717-18 MISTAKES AVOIDED: The 
transportation errors of the last war have 
so far not been made in this one. That 
is, cars are not being loaded when there is 
no provision for acceptance of their lading 
at destination; indiscriminate priority 
power has not been given to every Tom, 
Dick and Harry in the service of the federal 
government; and the man in charge of 
transportation for the government, this time, 
is an official of long experience and great 
sagacity. 

) 
NEW ERRORS CREEP IN: Super- 
ficially it would appear that the Federal 
government has well learned its transporta- 
tion lesson. However, as_ the editorial 
discussion herein makes clear, the govern- 
ment has given its present top transporta- 
tion man no power whatsoever over the 
vital business of securing railroad rolling 
stock. This function is entrusted to men 
who, however sound their intentions, can- 
not speak with the authority and conviction 
that a person of recognized experience 
would command. In the last war the 
government’s transportation chief, without 
notable qualifications for the job, was 
given practically unlimited powers over 
the equipment supply. In this war, a fully 
competent man in a similar position is 
given no authority whatever. Unless this 
fallacious organization is corrected, govern- 
ment experience with transportation in this 
war cannot fail to be less happy than it 
should. 

2 
GOODBY “GRAND CIRCLE”: The 
popular $90 coach rate, enabling the trav- 
eler to visit both coasts on a “grand cir- 
cle” tour, will expire June 1. The Eastern 
roads won’t offer their usual excursion 
rates to resort points this summer. There 
are lots of places, still, where the railroads 
can accommodate more customers (such as 
resort points in the West, where excursion 
rates will be continued)—but no use bar- 
gain-pricing people into cars already crowd- 
ed at regular and furlough rates. 

:) 
C. & O. COACHES: Twenty double- 
vestibule 80-seat coaches recently received 
from the builder by the Chesapeake & Ohio 
are described and illustrated in these pages. 
A calculated simplicity characterizes the 
interior and the fittings, as the description 
enumerates them, suggests a car which 
ought to please and convenience the cus- 
tomers beyond reasonable expectation. 
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War-Time Government 
and T’rransportation 


It is inevitable that a nation which has maintained 
no large military forces shall make many grievous mis- 
takes in preparing for and carrying on a worldwide war. 
The preparations for and conduct of a war by such a 
nation necessarily are principally delegated to amateurs ; 
and amateurs are sure to make many mistakes that 
professionals would avoid. But there is one great mis- 
take which, when made by such a nation, is inexcusable. 
This is the mistake of not relying upon the experience, 
advice and leadership of even the competent profes- 
sionals that are available. Our government made this 
mistake in trying to solve its transportation problem 
during World War I. In different ways, it is making 
the same mistake now. 


There Was No “R. R. Breakdown” in War I 


There is a widespread popular belief that private op- 
eration of railways in 1917 during the last war “broke 
down”, and that the government operation substituted 
for it in 1918 was quite successful. Stuart Chase, a 
popular writer on economic subjects, and always an 
advocate of ‘government planning” that is equivalent to 
Fascism or Socialism, gives further currency to this 
general misunderstanding in a recent book entitled, 
“The Road We Are Traveling.” The fact is, as is 
known by everybody who knows the transportation 
history of the period, that the government made at least 
three extremely serious mistakes in dealing with trans- 
portation during World War I, owing to which it pre- 
vented the most efficient private operation that was 
practicable in 1917, and prevented government opera- 
tion from being efficient in 1918. 

In intelligently comparing transportation during 
World War I and during the defense and war efforts 
of the last two years, it is necessary to consider the dif- 
ference in the preceding transportation conditions. For 
months before we entered World War I there had 
been a serious shortage of railroad transportation, the 
best measure of which was a shortage of 145,000 freight 
cars on April 1, 1917, as reported by the American Rail- 
way Association. On the other hand, there was on 
June 1, 1940, when our government began its prepara- 
tions for this war, a surplus of about the same number 
of freight cars. 

The government’s first mistake, when the railways 
were still under private operation in 1917, was that of 
empowering all government departments to issue orders 
requiring that priority be given to all freight that they 
believed should be given preferred movement. The 


extensive and indiscriminate use of these priority orders 
greatly increased the switching that had to be done in 
already overcrowded railway yards, increased the con- 
gestion in these yards, and reduced the service that 
could be rendered by each switching locomotive, each 
road locomotive and each freight car. 

The government’s second mistake was that of rout- 
ing to Atlantic ports many more cars loaded with freight 
for shipment abroad than could be unloaded into the 
steamships available, with the result that thousands of 
cars stood at the ports under load for long periods, 
instead of being promptly unloaded and sent back to 
other parts of the country. The supply of cars avail- 
able for actually moving freight was correspondingly 
reduced. 

The government’s third mistake was the appointment 
as Director General of Railroads, when government 
operation was adopted, of W. G. McAdoo, who was 
rightly given the unlimited power over priorities which 
should previously have been centralized somewhere, but 
who, while knowing nothing about railroad operation, 
was the very personification of untutored self-confidence. 


The Contrast Between War I and Now 


For about a year and a half after the recent defense 
effort, culminating in the present war effort, was begun, 
the government made none of these mistakes; and rail- 
roads, government and all other shippers were helped 
by the fact that two years ago, as already emphasized, 
there was a large surplus of transportation. Conse- 
quently, there has been the greatest possible contrast 
between the transportation conditions that existed in 
1917 and 1918, and those that have existed during the 
last two years. 

Very few persons realize that the traffic handled by 
the railroads increased very little in 1918 under gov- 
ernment operation, as compared with the very large 
increase that has occurred recently. The accompanying 
table shows the facts. Revenue tons moved by the rail- 
roads in 1918 were only 1.6 per cent greater than in 
1917, and less than 6 per cent greater than in 1916. 
Revenue ton-miles in 1918 were only 2.8 per cent great- 
er than in 1917, and 12 per cent greater than in 1916. 
The fact that the increase in traffic handled in 1918 
was not larger was not ascribable to a lack of goods 
to move, but to a type of management given the rail- 
roads by a political official which rendered them in- 
capable of moving more freight. If the centralized 
power over the distribution of rolling stock and over 
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priorities given Mr. McAdoo in 1918 had been given 
private management in both 1917 and 1918 the railroads 
undoubtedly would have done a far better job in both 
these years than they did in either of them. 


War I's Mistakes Have Been Avoided 


This view is powerfully supported by the actual per- 
formance of the railroads under private management 
since the second war in Europe began, and especially 
since France was overrun by the Nazis in the summer 
of 1940. It gives conclusive evidence of what private 
management can achieve when it is afforded co-opera- 
tion by government and the roads are not forced to 
accept large quantities of freight with no prospect that 
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much about transportation, but has given him some 
entirely inadequate kinds of power. 


Inexperience Heeded; Experience Gets Deaf Ear 


Mr. McAdoo was virtually unrestricted in his pur- 
chases of railway equipment and materials; and, al- 
though in previous years equipment purchases had been 
large, in 1918 he placed orders for 2,593 locomotives 
and 114,000 freight cars. On the other hand, Mr. 
Eastman, who much better understands the needs of 
the railways, has power only to recommend to the War 
Production Board what allocations of materials should 
be made to the raiiways and manufacturers for them; 
and the War Production Board, with unlimited power 








Traffic and Rolling Stock, Class I Railroads (Excluding Switching and Terminal Companies), in World War I 
and World War II 


Rev. % Inc. % Inc. % Inc. Tractive % Inc. Freight % Inc. Freight % Inc. 
Ton- Over Rev. Over Locos. Over Power of Over Cars Over ar Over 
Mi. Prec. Tons Prec. in Prec. Steam Prec. in Prec. Capacity- Prec. 
Millions Year Thousands Year Service Year Locos. Year Service Year Tons Year 











284,925 1,843,216 
273,913 1,684,660 
339,870 2,093,093 
362,444 2,179,696 
394,465 2,270,035 
405,379 2,307,226 63,889 


Per Cent Increase '18 over 


Locos. 
Owned or 
Leased* 
43,566 
42,348 


290,154 

333,444 Dipees 
373,225 11.9 
475,054 27.3 


1,395,262 
1,640,940 oe 
1,850,326 12.8 


2,290,266 23.8 41,438 


Per Cent Increase ’41 over ’39..41.1 39.6 —2.2 


41.455 —2. 


i 


(000 Lb.) 
1,886,550 
1,970,295 
1,989,133 
2,024,119 
2,087,950 
2,223,246 


88,400,000 
89,837,847 
90,766,094 
92,280,335 
95,467,054 
96,766,585 


2,291,750 
2,286,792 
2,264,233 
2,280,955 
2,330,123 
2,354,244 


Tractive 
Power 
of All Capy. of 
Locos. Frt. Cars Frt. Cars 
Owned or Owned or Owned or 
Leased* Leased* j Leased* 
2,195,000 1,681,622 83,353,627 
2,156,539 25 Se 1,638,301 aya 81,641,292 Pear 
2,133,924 —I1.1 1,640,006 0.1 82,275,401 0.8 
2,150,201 0.8 1,693,978 K Ba | 85,379,142 3.8 


pr 3.4 4.6 


*The figures on equipment for the 1938-41 period are not compiled on precisely the same basis as those for the 1914-18 period, and absolute comparisons 


between the two periods would not be accurate on the basis of these figures. 


These statistics do, however, provide a valid basis for comparing relative changes 


in the equipment situation between the several years within each war period, with like relatives in the other period. 








it can be unloaded at destination. From 1939 to 1941 
the railroads successfully handled an increase of al- 
most 40 per cent in tons and more than 41 per cent in 
ton-miles, without any delays to traffic whatever— 
largely because the government in 1940 and 1941 
did not make the mistakes in dealing with them 
that it made in 1917 and 1918. 

Furthermore, the government has wisely fortified it- 
self against repetition of the mistakes made by govern- 
ment operation in 1918. By establishing the Office 
of Defense Transportation, under the direction of 
Joseph B. Eastman, it has provided machinery which, 
if wisely used—as we believe it will be by the experi- 
enced men in charge of it — will encourage as much 
joint action as circumstances require, while leaving ac- 
tual operation in the hands of practical men who will 
measure their success by results, rather than by polit- 
ical considerations. 

But, fortified as it is against making the same mis- 
takes that it made before, it is quite clear that the gov- 
ernment is in the gravest danger of making other 
mistakes almost equally serious. In the last war when 
it appointed as director of transportation a man who 
knew almost nothing about transportation, it gave him 
almost unlimited power. In this war it has appointed 
as director of transportation a man who does know 


over materials, has refused to allocate anywhere near 
the quantities that Mr. Eastman has recommended. 
During the last war the government greatly aggravated 
an already existing shortage of transportation by pre- 
venting efficient use of equipment that was available. 
During this war it is threatening to create a shortage 
of transportation that has not heretofore existed by 
failing and refusing allocation of the materials neces- 
sary to prevent it. 

Attention has already been drawn in these pages 
(April 25, page 811) to the strong probability that 
WPB’s estimates of the quantity of rolling stock the 
railroads will require have been based on prospective 
carloads rather than ton-miles. The accompanying 
table, affording comparisons with the previous war 
period when railroad capacity was pressed to the limit, 
suggests still other factors which the inexperienced 
members of WPB are missing. 


Traffic Increase Thrice That of Last War 


For purposes of comparing the present war with the 
previous one, 1939 may be fairly likened to 1916. Both 
years followed depressions in domestic business and 
both of them included hostilities in Europe in which 
this country had not yet been involved. What, then, 
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was the equipment policy in 1916 and the years imme- 
diately following? From 1916 to 1918 tractive power 
of.steam locomotives increased almost 10 per cent and 
freight car capacity almost 5 per cent—while ton-miles 
increased less than 12 per cent. In the present war 
period, by contrast, aggregate locomotive tractive power 
in 1941 was actually less than in 1939, while ton-miles 
increased 41 per cent. The ratio of increase in aggre- 
gate freight car capacity in 1939-41 almost equals that 
in 1916-18—but the two-year ton-mile traffic increase 
this time has been more than three times the 1916-18 
increase. 

And the increase in traffic is continuing unabated. 
We have no ton-mileage statistics later than those for 
January; but, in view of experience in that and other 
recent months, it is safe to assume that ton-mileage, 
the true measure of freight service rendered and of 
traffic demands upon the railways, increased through- 
out the first one-third of this year relatively twice as 
fast as carloadings. In other words, the increase of 
10.3 per cent in carloadings in the first third of the 
year indicates that the increase in ton-mileage was over 
20 per cent. On that basis, ton-mileage in the first 
one-third of 1942 was about 159 billion, an increase of 
13 per cent over 1929, and of 15 per cent over the 
average of the first one-thirds of the years 1925-1929, 
inclusive. 


If WPB Order Stands, We'll Need a Miracle 


As we have so often pointed out, carloading figures 
have become dangerously misleading as a measure of 
current demands upon the railways for service. The 
increase of 10 per cent in loadings in the first one-third 
of 1942 was relatively only about two-thirds as large 
as the increase of 14 per cent in the first one-third of 
1941 ; but it undoubtedly resulted in relatively as large 
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an increase in ton-miles—about 20 per cent in both 
periods. There is no reason whatever for doubting 
that during the rest of this year the increases in load- 
ings will continue to be relatively at least two-thirds 
as large as last year—in which event the increases in 
ton-miles will be relatively as large—that is, 35 per 
cent in the second one-third and 30 per cent in the 
last one-third. 

In that'case, with many fewer cars in bad order that 
can be put in serviceable condition, with the car sur- 
plus much smaller than a year ago, and (under the re- 
cent order of the War Production Board) with the 
prospective increase in new freight cars smaller, it will 
be a miracle if during the last two-thirds of this year 
there does not develop a shortage of cars. And where- 
as in 1917 and 1918 the so-called “shortage” was really 
due to failure to use efficiently the large supply of cars 
available, in 1942 the shortage will be real and due to 
impossibility of making an inadequate supply of cars 
go around, however efficiently used. 

Perhaps the War Production Board knows what it 
is doing better than it seems to. Perhaps the materi- 
als it is denying the railways really are more needed 
elsewhere—for shipbuilding, for example. But if, in 
spite of the most efficient operation possible, there 
prove not to be enough cars, the true reason should be 
so adequately presented to shippers and the public that 
everybody will know it. Everybody should be made 
to understand that railway management and the Office 
of Defense Transportation fully presented the situation 
to the War Production Board; that the railroads early 
enough placed enough orders for equipment; that the 
equipment building companies and railroad shops could 
and would. have built enough if allowed to do so; and 
that the responsibility for whatever shortage of 
transportation develops belongs solely to the War 
Production Board. 





The Wall Street Journal has the following to say 
about the Office of Defense Transportation : 


“There is one product of supreme importance to our 
war effort of which it can be said that it is being dealt 
with in an atmosphere reasonably free from politics and 
conflicting pressure groups, and with a notable lack of 
heated bearings—inland transportation. All things con- 
sidered everyone concerned in it seems to be cooperating 
handsomely with a minimum of friction or mutual sus- 
picion and the result. is that a really remarkable job is 
being done under anything but favorable conditions. These 
have required many changes in methods, changes that 
had to be made in a hurry with more changes to come 
all the time, yet a tremendous traffic is being moved 
swiftly and safely and no noise or confusion about it. 
The whole task in short is being -competently per- 
formed. 

“On top of it sits Mr. Eastman. This newspaper has 
many a time over the years taken a poke at this inde- 
fatigable man for one thing or another, and may do so 
again at any time. But it feels bound to say that the 


Washington scene, as it sees it at present, offers no 
better example of man-on-to-his-job than does. this same 
Joe Eastman. 








Loyalty Shouldn’t Stifle Criticism 


“And most people engaged in the transportation busi- 
ness seem to feel the same way about it.” 


The Journal might also have added that this 
official is one who seems to be guided, largely, by 
principle, and little, if at all, by expediency—an atti- 
tude too seldom seen in public life today. 

It is not necessary to display enthusiasm for 
every single act of a public official—especially on 
highly technical questions where an honest dif- 
ference of opinion is possible to competent and 
well-intentioned persons—in order to give him the 
honor to which his integrity and usual discern- 
ment entitle him. 

Your observer agrees with the Wall Street 
Journal in its opinion of Mr. Eastman, and also 
in its reservation of the right to look critically at 
what he -does—especially acts of his subordinates 
which may seem to us to be ill-advised from a 
standpoint of economic division of traffic. We 
doubt if Mr. Eastman himself would ask any more 
from “his public”. After all, he is no autocrat, 
deeming himself infallible. 











C. & O. Coach Built by the American Car and Foundry Company 


Chesapeake & Ohio Receives 
Twenty Coaches 


Cars delivered by the American Car and Foundry Company are 
built of carbon steel and weigh 139,660 lb. — There 
are seats for 80 in two compartments 


the American Car and Foundry Company of 
twenty double vestibule coaches which are notable 
for their simplicity of interior design. Each car accom- 
modates 80 passengers in double rotating, reclining seats. 
The cars are of modern design, to the present A. A. R. 
standard contour for new passenger cars, but without 
skirts. They have a coupled length of 80 ft. 534 in.; 
length center to center of trucks, 55 ft. 11 in.; height 
rail to top of roof, 13 ft. 6 in., and width over side sills, 
10 ft. The light weight of the car body is 91,840 Ib.; 
the two six-wheel trucks, 47,820 lb.—a total of 139,660 
lb. Toilet facilities for men and women are located at 
each end of the car, and the cars are partitioned to form 
a smoking room, or Jim Crow section, at one end, with 
a seating capacity of 20 passengers, while the main pas- 
senger compartment seats 60. 


Tn Chesapeake & Ohio is receiving delivery from 


Interior Treatment 


Simplicity of design and decorative treatment char- 
acterizes the steel interior finish. The bulkhead and 
swing door in the main passenger compartment are 
glazed in the upper panels. All exterior and interior 
doors are of steel. Window sash throughout the car 
are of mahogany, double, except at the toilets which are 
single. The outside sash are stationary and are thor- 
oughly sealed. The inside sash are arranged to swing, 


854 


being hinged vertically at one edge. The lower part of 
the toilet-room walls to a height of 28 in. from the floor 
are covered with Tylac %4¢-in. imitation tile, 4%4-in. 
squares, in white with forest green scored lines. 

The interior paint colors for the main compartment 
are various shades of Dulux gray. The entire ceiling 
in the main body of the car is light gray. Side walls 
from the side-plate moulding to the window capping are 
medium gray green. Window capping, basket racks, and 
bulkheads are medium gray green. Passageway walls 
and ceiling are also gray green. The side walls of the 
toilets above the tile wainscot are medium gray green. 
Vestibule walls and ceilings are painted dark green the 
same as the exterior of the car. All trimmings within 
the car are statuary-bronze finish. 

The tubular-frame seats are double rotating with re- 
clining backs. The cushions are foam-rubber and the 
upholstery Massachusetts mohair plush. Ten car sets, 
furnished by the Heywood-Wakefield Company, are up- 
holstered in two-tone brown, and ten car sets, furnished 
by the Coach & Car Equipment Company, are up- 
holstered in two-tone rust. 

The main floor has an aisle strip 18 in. wide, of 1%4-in. 
Goodyear green mottle rubber, edged on each side with 
a 2-in. mottled cream strip. Toilet floors are covered 
with mottled cream rubber and the vestibule platforms 
are covered with mottled green\rubber matching the 
center aisle strip. 





Vol. 112, No. 18 RAILWAY 


Straight-Equalizer Truck with Inside Side Bearings for the C. & O. Coaches 


Window curtains are silk-faced Pantasote material. 
The gray background is relieved with a small design 
in gold. The Adams & Westlake basket racks are 18 
in. wide, of the continuous sectional type. Dayton 
monel-metal washstands and Duner single-pan flushing 
hoppers are used. The usual toilet-room accessories, 
such as clean- and used-towel cabinets, comb-and-brush 
racks, coat hooks, and toilet-paper holders are provided. 
A mirror 18 in. by 30 in., is mounted in a frame over 
the washstand in each toilet room. 


The Car Structure 


The car structure is designed to meet the requirements 
of the U. S. Post Office Department’s construction spec- 
ification and the A. A. R. specification for the construc- 
tion of new passenger equipment cars dated March 24, 
1939. The first car shell was subjected to the A. A. R. 
squeeze test at Altoona, Pa., with very satisfactory re- 
sults, 

The car frame is of riveted and welded girder design 
and is built of ordinary openhearth carbon steel. The 
center sill comprises two A. A. R. Z-26 sections weigh- 
ing 36.2 Ib. per foot. They are spaced 16 in. between 
webs, with a 3¢-in. bar welded continuously to the upper 
inner flanges, and angle reinforcements at the bottom. 
The draft sills are a continuation of the center sills and 
are attached to the steel buffer castings. The side sills 
are 5-in. by 3-in. by %g-in. angles, and the side plates 


The Horizontal Anti-Collision Girder Extends Inside the Car One 
Window Beyond the Toilets 


The Underframe Showing the End-Sill and Bolster Construction 
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The Two Passenger Compartments Are Separated by a Partition 
and Door 


are 3-in., 6.7-lb. Z-bars. The sheathing is of No. 11 
gauge steel and the roof sheets No. 14 gauge steel. The 
side posts are pressed channel shape and ‘the carlines 
are pressed Z shape. Unusual protection against tele- 
scoping in the event of collision is obtained by the exten- 
sion of the vestibule I-beam end posts downward through 
the steel buffer casting to a distance of 22 in. above the 
rail. Another exceptional measure for the protection of 
the car against the effects of heavy end blows is the 
horizontal girder which extends across the car at side- 
plate height from the vestibule end posts to a line 8 ft. 
3 in. inside the body of the car. 

The underframe is covered with No. 18 gauge galvan- 
ized sheets. The car floor is laid on seven longitudinal 
wood stringers. It consists of 5g-in. Keystone galvan- 
ized steel, covered with Tuco Flexolith. Insulation is 


The Multi-Vent Ceiling Panel Dropped, Showing the Air-Control 
Panel and the Foundation for the Center Lighting Fixtures 


May 2, 1942 


2 in. thick in the sides, ends, roof, and floor of the car, 
Ten cars have Stonefelt insulation, Type M., and ten 
cars Fiberglas insulation. 

Miner A-5-XB friction draft gears and B-10-X buffing 
devices are applied, with Buckeye Type E couplers and 
A. S. F. cast-steel yokes. The coupler carrier and cen- 
tering device was designed by the car builder and is sup- 
ported by the main vestibule post extensions. It pro- 
vides for limited lateral movement of train-line pipes. 
The face plate and buffer angle are supported by anti- 
rattling rods with the Fowler upper buffing device. Tuco 
National type trap doors are used over steel steps with 
Kass treads. Adams & Westlake vestibule curtains and 
two-fold U-shaped sectional diaphragms are applied at 
each end. 


Lighting Equipment 


The lighting equipment consists of a Safety body- 
suspended 4-kw. generator with Dayton V-belt drive. 


The Lower Ends of the Vestibule End Posts Extend Well Below the 
Buffer Casting (Behind the Safety Chains) 


Storage batteries are supplied in equal numbers by four 
companies—the Electric Storage Battery Company, the 
K. W. Battery Company, the Gould Storage Battery 
Corporation, and the Philco Corporation, Storage Bat- 
tery Division. There are nine Safety center lighting 
fixtures in the passenger compartments. These are 
square with opalescent glass reflectors and are recessed 
into the Multi-Vent center ceiling panels. A passageway 
ceiling fixture is located at each end of the car to match 
the center fixtures. Bracket lamps are placed above 
each washstand and vestibule ceiling fixtures are located 
over each step entrance. ; 

The air-conditioning equipment consists of the Wau- 
kesha seven-ton ice engine, with the necessary fuel 

(Continued on page 864) 
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The C. T. C. Control Machine Includes an Automatic Train Graph 





CTC. Stenaling lentelied ox 
Milwaukee Road 


A proving-ground comparison of automatic block and semi- 
automatic signaling for lines handling a medium 
volume of high-speed traffic 


made an installation of centralized traffic control 

on 59.1 miles of single-track main line between 
Manilla, Iowa and the yard office at Council Bluffs, 
which was planned especially for a line handling a 
medium volume of traffic, including both passenger and 
freight trains operating on fast schedules. No automatic 
block signaling was in service on this territory previously 
except for switch and station protection signals at a 
number of locations. The problem was to improve safety 
and expedite train movements. A decision was that the 
installation of automatic block signaling would provide 
safety but would necessitate continuance-of the previous 
practice of authorizing train movements by time table 
and train orders, whereas, by installing centralized traffic 
control, including semi-automatic signals, the train move- 
ments could be authorized by indications of these signals, 
thus obviating train delays occasioned by time-table and 
train-order operation. 

The next problem was to so plan the centralized traffic 
control that the total cost would be approximately the 
same or perhaps only slightly more than the estimated 
cost of complete absolute-permissive normal-clear auto- 


Tt Chicago, Milwaukee, St. Paul & Pacific has 
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matic block signaling. In brief, this objective was at- 
tained by adapting the signaling to meet the require- 
ments of train operation and by omitting certain items 
which ordinarily are used in more complete centralized 
traffic control projects on lines which handle more trains. 
For example, this is the first extensive centralized traffic 
control project which includes no power-operated switch 
machines. At some of the switches, spring mechanisms 
are used, but hand-throw switch stands were continued 
in service at the remainder of the sidings. At three sid- 


~ ings which are used by the way freight, leave-siding semi- 


automatic signals only were provided, and. the over-all 
station-to-station semi-automatic blocks extend between 
the major sidings used by through trains. This feature, 
combined with the fact that head-on protection, arranged 
by staggered intermediate signals spaced double braking 
distance, is not required in C. T. C., permitted the omis- 
sion of numerous intermediate automatic signals as com- 
pared with what would have been required if a straight 
automatic block had been installed. 

In this C. T. C. installation, the local signal controls 
are handled on a two-wire line circuit which is used for 
one direction or the other, whereas, two two-wire line 
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circuits would have been required to accomplish the same 
purpose and degree of circuit protection if automatic 
block signaling had been installed. Another feature is 
that in this C. T. C. project, track-occupancy indications 
on the control machine for each station-to-station block 
as a whole are controlled without the use of extra line 
wires between the field stations at the sidings and the 
track relays of intermediate track circuits. Even if cross- 
arm space is available, a line wire with pins and insula- 
tors will cost approximately $100 per mile, in place. 


Track Layout 


For the most part, the main line of the Milwaukee 
Road is double track for the 423 miles from Chicago to 
Manilla. From Manilla, one single-track line extends 


Council Bluffs 
yard 
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passenger trains and 60 m. p. h. for freight trains. On 
curves sharper than 1 deg. 30 min., the maximum speed 
is restricted to maxima ranging from 80 to 55 m. p. h. 
depending on the degree of curvature. The Midwest 
Hiawatha passenger train is scheduled to make the 59.1 
miles between Manilla and the Yard Office at Council 
Bluffs in 59 minutes westbound and 56 minutes east- 
bound. The fastest scheduled freight train covers this 
distance in 105 minutes. Two passenger trains and 
four through freight trains are operated each direction 
daily, in addition to a way freight westbound daily ex- 
cept Sunday. Extra trains are operated as required, 
with the result that a total of 12 to 14 trains are oper- 
ated daily. 

The locations and car capacities of the various pass- 
ing tracks are shown on the diagram. The sidings at 
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northwest to Sioux City, Ia., where connections are 
made with other Milwaukee lines to Sioux Falls, S. D. 
and Aberdeen, S. D. Also from Manilla a second single- 
track line extends 59 miles to the yard office at the east 
end of the freight yards at Council Bluffs, beyond which 
point double track extends 1.3 miles to the station at 
Council Bluffs, where connections are made with various 
railroads as well as in Omaha, Neb., which is just across 
the Missouri river. 

Having double track with automatic signaling east of 
Manilla, the problem was to increase the track capacity, 
train speeds, and safety of operation on the single track 
line between Manilla and Council Bluffs. During the 
last two years, line changes were made at several loca- 


tions to reduce the curvature of the track. New 112-lb.- 


rail was laid through this territory, except for about 24 
miles where 100-lb. rail had been laid within recent 
years. The line was reballasted throughout with gravel. 
At Manilla the elevation above sea level is 1,317-ft. and at 
Council Bluffs, 976-ft. For the most part, the line fol- 
lows various creeks with grades ranging up to 0.3 per 
cent. The ruling ascending grade westward is 0.66 per 
cent for 3 miles west to Defiance. On the other side of 
this hill, the ascending grade eastward is 0.5 per cent 
for 2.5 miles. 

The maximum permissible speed is 90 m. p. h. for 
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Earling and Portsmouth were extended in connection 
with the rail change program, and a siding at Chautau- 
qua, between Council Bluffs Yard and Weston, has been 
removed. At Neola, a single-track main line of the 
Chicago, Rock Island & Pacific crosses the Milwaukee, 
this crossing being protected by a mechanical interlock- 
ing which is maintained and operated by the Rock 
Island. 


Hand Throw and Spring Switches 


Between Manilla and Council Bluffs, the preponder- 
ance of loaded freight cars move eastward, therefore, 
preference is given to eastward freight trains. For this 
reason, spring switch mechanisms with automatic 
mechanical facing-point locks were installed at the east 
switches of the passing tracks which in the average pro- 
cedure would most logically be used by eastbound 
through freight trains, these including Earling, Ports- 
mouth, and Yorkshire. Another factor in the decision 
to use spring switches at these locations was the adverse 
ascending grades encountered by trains when pulling out 
of these passing tracks. On the average, a spring switch 
will save about eight minutes time when a long heavy 
freight train is pulling out of a passing track, because 
no train stop is required to permit the rear brakeman 
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to return the switch to normal. The spring switch 
formerly in service at the end of double track at Manilla 
has been retained and equipped with a facing-point lock. 
The remainder of the main line switches in this territory 
are operated by ordinary hand-throw stands. 

The sidings at Defiance, Earling, Portsmouth, York- 
shire, Neola and Weston are each long enough to handle 
a through freight train, and therefore, at each of these 
six sidings, a complete arrangement of semi-automatic 
signals was provided to authorize trains to enter the 
siding, depart from the siding, or proceed on the main 
line to the next semi-automatic signal. The short pass- 
ing tracks at Panama, Persia and Underwood are not 
ordinarily used by through trains because they are not 
long enough, although, in some instances, they may be 
used by the way freight train in clearing the main track 
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14-in. cover of ground glass, and the lamp inside is nor- 
mally extinguished so that no light is visible. When an 
approaching train is to be directed to take siding, the 
top “arm” is controlled to display a red light, and the 
second “arm” is illuminated with a white light to out- 
line a black letter “S.” This combined aspect directs 
the train to stop while the head brakeman reverses the 
switch, and the train is then to pull.into the siding, after 
which the rear brakeman returns the switch to normal. 
This operation is the same, regardless of whether a 
hand-throw switch stand or a spring-switch mechanism 
and locking stand is in service at the switch. 

If an eastbound train on the siding at Yorkshire, for 
example, is to be directed to depart, the eastward leave- 
siding dwarf signal 22RB is controlled from the office 
to cause the aspect to change from red to yellow, which 
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for a through train. In such instances, the only signal- 
ing required is that necessary to direct a train on the 
siding to pull out and proceed to the next station. On 
this basis, the only signals at each of these three sidings 
are two leave-siding dwarfs. 


Searchlight Signals Used 


The main-line high signals are the searchlight type, 
each unit being capable of displaying a red, a yellow, or 
a green aspect. Each intermediate automatic signal has 
a circular number plate on the mast, and the red aspect 
indicates “Stop-and-Proceed,” A. A. R. Rule 291. The 
semi-automatic signals, which are all located at the sid- 
ings, have no number plate on the masts, and a red 
aspect indicates “Stop,” A. A. R. Rule 292. 

Each of the station-entering semi-automatic signals 
has a second “arm” which consists of a normally-ex- 
tinguished lamp unit mounted on the mast 5 ft. below 
the main light-signal unit. This second “arm” has a 
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authorizes the train to pull out as a non-stop trailing 
move through the spring switch, and then proceed to 
the next station. On the other hand, if a westbound 
train on the siding at Yorkshire is to be directed to de- 
part through the hand-throw switch at the west end, the 
westward leave-siding dwarf signal 20LB is controlled 
to illuminate a letter “S” unit in addition to the previ- 
ously existing red light in the signal. This aspect directs 
the head brakeman to operate the switch to the reverse 
position by means of the hand-throw stand. Then the 
red aspect in the sigrial is extinguished and the yellow 
aspect is displayed. After the train is out on the main 
line, the rear brakeman must place the switch normal 
before boarding his train. 


Leave-Siding Signals Only at Three Sidings 


At each of the short sidings, Underwood, Persia and 
Panama, leave-siding signals only, are provided. These 
sidings will be used only by the way freight, and only 





by that train when necessary to get into the clear at 
these stations. For example, with a way freight in the 
siding at Panama, neither of leave-siding signals can be 
controlled to display a proceed aspect until the main 
line is unoccupied between signal 36L at Earling and 
signal 30RA at Portsmouth. This arrangement for 
holding the way freight on the siding until the train 
which passes has reached the next town, may cause some 
minor delays to the way freight, but these occasions will 
be rare. With no train occupying the main line between 
, the limits explained, a control can be sent out from the 
office which causes the “S” aspect to be displayed on 
both of the leave-siding dwarf signals.at Panama. When 
the brakeman throws the switch, the red aspect is ex- 
tinguished and the yellow aspect is displayed. Presum- 
ably the train will depart in the direction in which it is 
headed, but if it is to back out of the siding, as the most 
feasible move preparatory to further switching, such a 
back-out move can be made with safety because protec- 
tion is afforded for the over-all main line block between 
Earling and Panama. 


Intermediate Signaling to Meet Traffic Requirements 


In comparison with the conventional arrangement of 
intermediate signals which would have been required if 
automatic block signaling had been installed, a reduced 
number of intermediate signals were required on this 
project. In a centralized traffic control system including 
semi-automatic station-leaving signals which normally 
display the Stop aspect, there is no chance for two op- 
posing trains to pass normal-clear opposing head block 
station-leaving signals simultaneously. For this reason, 
intermediate signals need not be provided or located to 
afford head-on protection. This factor permitted the 


omission of a considerable number of intermediate sig- 
nals. 

Based on the number of trains operated daily, and 
also giving consideration to the time spacings between 
trains, some of the intermediate automatic blocks are 
from 4 to 5.5 miles long, as compared to a range of from 
1 to 2 miles in ordinary automatic block signaling. 


The C. T. C. Control Machine 


The control machine for the C. T. C. territory be- 
tween Manilla and the yard office at the east end of the 
yard at Council Bluffs is located in the office at Manilla. 
In order to have local control of train movements into 
and out of the east end of the yard at Council Bluffs, 
the two high signals and the three dwarfs at this loca- 
tion are controlled locally by a small machine on the 
operator’s desk in the yard office. In order for the oper- 
ator in the yard office to clear an eastward signal for a 
movement on the single track main line eastward, the 
man in charge of the control machine at Manilla must 
send a release. 

Likewise, in order for the leverman in the interlocking 
at Neola to clear a home signal on the Milwaukee, the 
man at the control machine in Manilla must send a re- 
lease to Neola. 

The illuminated track diagram on the C. T. C. machine 
at Manilla has lamps to indicate occupancy of the OS 
section at each switch where a complete arrangement of 
semi-automatic signals is provided. Also, a lamp indi- 
cates occupancy of the main track section within station 
limits opposite each of the sidings which has complete 
semi-automatic signaling. One lamp only is used to in- 
dicate occupancy of each station-to-station section of 
main track between sidings which has complete semi- 
automatic signaling. 
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Above the illuminated diagram, there is a second dia- 
gram which shows all main track switches to house tracks 
as well as the sidings, and information is given concern- 
ing the mileage between towns, and the freight car capac- 
ity of each siding. 

Although no power switch machines are used on this 
project, there is a switch lever corresponding to each 
switch at which a complete arrangement of main line, 
take-siding and leave-siding semi-automatic signals are 
provided. These include both switches of the sidings 
at Defiance, Earling, Panama, Portsmouth, Yorkshire, 
Neola, and Weston, thus making a total of 14 switch 
levers. Ordinarily the switch levers stand in the normal 
position to the left, and, as long as the corresponding 
switch is in the normal position, a green lamp, above 
the normal position of the lever, is lighted. 

When a train is to be directed to enter or to leave a 
siding at one of the switches, the corresponding switch 
lever is thrown to the reverse position, the signal lever 





Station-Entering Signal with Take-Siding Indicator 


is moved from the center position to either the left or 
right position, as may be required, and then a starting 
button is pushed to cause the control code to be sent to 
the field station. In such an instance, the code chain is 
of a nature to control the equivalent of a switch control 
relay, as well as a signal control relay, at the field sta- 
tion. When the “take siding” or “leave siding” indica- 
tion has been displayed, the corresponding control panel 
light for “signal clear,” right or left, is displayed and the 
switch indicator light displays a yellow indication. Thus 
the present installation includes all the elements for the 
control and indications which may be needed if power 
switch machines are installed at a later date, if needed 
on account of an increase in traffic or a need further to 
reduce train time by saving the time now required for 
operation of hand switches when entering sidings. The 
short sidings at Panama, Persia and Underwood are for 
use in emergencies, or for the way freight to get in the 
clear. For this reason, leave-siding signals only, are 
provided. For example, at Panama, both of these leave- 
siding signals are numbered 34R, and both are controlled 
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simultaneously by one lever and’ one code sent from the 
office to one field station at the siding. 


Code Line Control System 


The controls from the office to the various field sta- 
tions, as well as the return of indications, are handled by 
the Union Switch & Signal Company two wire time- 
coding system, the equipment being arranged for a max- 
imum of 35 field stations. The two line wires for the 
code system are No. 10 bare hard-drawn copper. These 
are not additional wires on the pole line because they 
replace two old iron wires which would have had to be 
replaced regardless of whether the signaling project had 
been installed. In addition to the code system, the two 
new line wires also carry a telephone circuit and one leg 
of a phantom for a multiplex telegraph circuit. Thus 
the code circuit was secured without subtracting from 
the communication facilities. The previous two iron 
wires carried a block telephone circuit which is now on 
the two new wires. This circuit is cut in at the various 
stations as well as at telephone boxes located at each end 
of every siding. When a trainman or a maintainer wants 
to talk to the operator at Manilla, he listens on the line, 
and if not in use, he talks, and thus comes in on a loud 
speaker in the office at Manilla. The operation of codes 
on the line does not prevent the transmission of speech, 
this feature being accomplished by filters. When the 
operator wants to call an agent at a station office, he 
rings a code of longs and shorts in the usual manner. 

In this installation, the track circuits on the sections 
of single track between passing sidings are of the coded 
type with battery feed at the west end in every instance. 
With no train in a station-to-station overall block, and 
no office control in effect, code at the rate of 180 per 
minute is fed to the rails at one end and is repeated 
through the various track circuits to the other end. At 
the receiving end, the incoming 180 code causes an in- 
dication to be sent to the office to show that the station- 
to-station block is unoccupied. This feature obviates the 
need for line wires between the field stations at the sid- 
ings and the relays of intermediate track circuits, to re- 
peat track-occupancy indications of the intermediate track 
circuits. . Intermediate automatic signals are normally 
clear for the direction in which. traffic was last set up. 
As previously stated, the 180 code is normally fed to the 
track at the west end of each track circuit on the single 
track sections between passing tracks. When any track 
circuit is occupied, the code on the successive track cir- 
cuits to the east is changed from 180 to 120. At the 
west end of the passing track to the east, the 120 code 
causes a “block-occupied”’ indication to be transmitted to 
the control office at Manilla. 


Switch Construction 


At the switches where spring mechanisms were in- 
stalled, the turnouts are No. 16 with 30-ft. points which 
have reinforcing bars, attached with bolts. A 34-in. by 
8-in. insulated gauge plate was installed on the tie ahead 
of the points, with a 1-in. by 8-in. insulated plate on the 
first tie under the points. On these ties as well as the 
next nine ties, adjustable rail braces were installed. The 
manual switch-and-lock mechanism, including the auto- 
matic facing-point lock, are the T-20 type. No lamps or 
targets are used on these spring switches, because this 
protection is provided by the signals. 

This installation of centralized traffic control was con- 
structed by the signal forces of the Milwaukee, the prin- 
cipal items of signaling equipment being furnished by 
the Union Switch & Signal Company. 
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Portable Floodlights for 


Emergency Use 


FULL range of portable, carbide-operated, service 
A lights in units ranging from 1,500 to 16,000 candle- 
power is available for use on construction and re- 
pair work under normal or emergency conditions. The 
model shown has two 8,000-candlepower floodlights con- 





Portable Service Light For Emergency Use 


structed on swing joints, thereby making possible the 
use of lighting over a wide area or the directional use 
of the full 16,000 candlepower available. The floodlight 
may be used continuously or intermittently and it is ready 
for instant service until the carbide charge is exhausted. 
The manufacturer is the National Carbide Corp., N. Y. 


* * * 





Two 75-Year-Old Stub Switches And Target Switch Stands Are On 
Exhibit At the Entrance to the Pennsylvania Division Headquarters 
of the New York Central at Jersey Shore, Pa. The Bottom View is 


a Close-Up of the Switch Stands 
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In the Larger Cities 
Quick-Frozen Foods 
Are Generally Un- 
loaded from Rail- 
road Cars into Large 
Cold-Storage Plants 
Where They Are 
Held for Delivery by 
Trucks to Local Dis- 
tributors 


Railroad Storage Requirements 
for Quick-Frozen Foods” 


Special needs of these products have necessitated that 
careful attention be given to the problem of 
providing warehouse facilities for them 


food products has increased rapidly, with the 
result that the railroads have found it necessary 
to give attention to the problems incident to the handling 


Das recent years the production of quick-frozen 


and storage of such products. An important phase of 
this problem is the provision of properly designed ware- 
house facilities. This report deals specifically with this 
aspect of the problem, although other phases of the 
general subject of handling quick-frozen products are also 
given attention. 

Quick-frozen products are those foods—vegetables, 
fruits, fish, poultry, and meats—which are frozen at low 
temperatures and at such a rate that the ice crystals 
formed are small, close-grained and not of sufficient size 
to penetrate the cell walls. Depending on the nature of 
the product, the freezing temperatures used vary from 
0 deg. F. to -90 deg. F. The methods of freezing are 
quite diverse, including direct contact with cooled metal 
plates, immersion in a liquid, and freezing in a stream 
of gas. Freezing is carried out either before or after 
packing. The purpose of quick freezing is the preserva- 
tion of selected foods with minimum changes in flavor, 
appearance and food value. 

To obtain the benefits of the quick freezing of fruits, 
vegetables, and meats, it is necessary that the product 
be frozen immediately on leaving the tree, plant or kill- 
ing room. There can be no justification for shipping 
fruits and vegetables to be quick-frozen from one ter- 
ritory to another before freezing, since the resultant prod- 


* From a report preserited at the convention of the American Railway 
Engineering Association in March by a subcommittee of the Committee on 
Buildings. E. Christiansen, assistant engineer of buildings, Chicago, Rock 
Island & Pacific, Chicago, was chairman of the subcommittee. 


uct would be inferior if this interim between picking 
and freezing were introduced. A quick-frozen product 
that has been partially defrosted should never be re- 
placed in storage in the ordinary manner of piling in a 
closed stack. Such products should be placed in open 
stacks, and subjected to ample air circulation so as to 
reduce the temperature of the product as rapidly as 
possible. Warehouses should be designed to provide this 
service. 

The quick-freezing industry had its inception in 1924, 
with its growth showing rapid expansion after 1932. In 
that year fish and meat products were quick-frozen in 
relatively large quantities, although quick-frozen vege- 
tables and fruits were just being introduced. One com- 
pany distributed 10 million pounds of quick-frozen prod- 
ucts in 1932 and six years later, in 1938, the total dis- 
tribution was in excess of 250 million pounds. Since 
then the production of quick-frozen products has reached 
substantial proportions, and the demand for these com- 
modities has brought about a sustained and continued 
development in freezing plants, transportation facilities 
and storage plants. During one recent 12-month period, 
12 new freezing plants were constructed and major ad- 
ditions were made to 15 of the plants previously in 
operation. 


Location of Warehouses 


Warehouses for handling quick-frozen products should 
be served by house tracks so located that, when cars are 
spotted and opened for unloading, there will be no need 
for moving or disturbing the car ‘until unloading is com- 
pleted. The cars should be protected by proper derails 
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or other safety measures. Speed is essential in loading 
and unloading, which is generally done with the help 
of hand trucks. One operator, who owns and operates 
a large cold storage house, formerly employed a con- 
veyor system for loading and unloading cars but has 
discontinued its use as he has experienced no difficulty 
in unloading a car in about 30 min. by hand. Since 
considerable time is required to arrange and stack the 
load properly in the car, the conveyor proved to be of 
no advantage. 

The warming of a car while unloading is not of great 
importance as the load is quickly transferred to a cold 
room, but it is of considerable importance when loading. 
For this operation there should be some form of ad- 
justable, telescoping, insulated vestibule connection be- 
tween the building and the car, which should be suf- 
ficiently large to allow for the operation of the doors in 
both the car and the building. It should be so arranged 
and be sufficiently tight to allow for a free circulation of 
low-temperature air between the building and the car. 
Also, it should be so arranged that it can be connected 
and disconnected quickly and pushed into the clear when 
not in use. With such an arrangement, the car can be 
cooled by the house refrigerating machinery to the re- 
quired temperature before it is loaded, and maintained 
at the same temperature until it is sealed for shipment. 


Design of Warehouses 


The same type of construction specified for general 
cold storage plants may also be used for structures de- 
signed for the handling of quick-frozen products, pro- 
vided the insulation is increased in thickness to insure 
constant temperatures of —5 deg. F. to -10 deg. F. for 
storage and around —30 deg. F. for freezing rooms. The 
arrangement, number and sizes of the rooms will depend, 
of course, on the volume of business. Where volume 
justifies, there should be a receiving room, two or more 
storage rooms, a freezing room and a work room. Where 
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Showing a Portion of a Cold-Storage Room for Quick-Frozen Foods. 
Note Floor Racks and Provision for Air Circulation in the Stacks 
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the quantities to be stored are large, rooms 50 ft. by 100 
ft. in size seem proper for bulk storage, and may be 


larger if desired. Also, it is suggested that smaller 


_rooms—about 25 ft. by 50 ft—should be provided for 


the quick-moving stock, which can be moved in from 
the large bulk stock rooms, thereby eliminating the 
necessity for opening the larger rooms too frequently. 
The large and small storage rooms should connect with 
each other, and, where possible, both rooms should con- 
nect with the receiving room or corridor and the latter 
should have vestibules or outside doors. 

A small room for freezing and for machinery should 
be provided, which, preferably, should be located near 
the car-loading door and near the bulk-storage room. 
Also, the facilities should include a small work room 
in which to assemble and wrap goods for local delivery. 
There should also be provision for office and toilets and, 
where required, a cold-storage locker room for renting 
to individual customers. For the latter purpose, lockers 
of various types are used, including built-in lockers of 
wood or steel framing, enclosed with wire mesh; also 
factory-built enameled sheet-steel cabinets. The built-in 
wire-mesh type seems to be more popular with cold- 
storage operators as the cold air circulates more freely 
about lockers of this type. The lockers generally have a 
capacity of about 12 cu. ft. and are about 3 ft. deep 
from front to back. A ceiling height of 10 ft. is recom- 
mended. 

The floors, walls and ceilings of all storage and locker 
rooms and all corridors should be insulated to insure a 
constant temperature of -—10 deg. F. Freezer rooms 
should be insulated for a temperature of —30 deg. F. 
The doors to all insulated rooms should be of standard 
-efrigerator-door construction, insulated for the above 
temperatures, and should be of ample width to avoid 
interference with any overhang that may be present on 
the sides of the trucks due to the manner of loading and 
handling them. 


Transportation 





It seems that there are many problems yet to be solved 
before quick-frozen products may be handled satisfac- 
torily from farmer to consumer through a line of in- 
dependent harvesters, packers, freezers, shippers, brokers, 
distributors and retailers, because a mis-step in the 
handling by any unit in the chain may seriously affect 
the quality of the product and result in loss and damage. 
When quick-frozen food is taken from the freezer rooms 
at sub-zero temperatures, shipped a long distance, trans- 
ferred from cars to the distributor’s warehouse with 
temperatures of 0 deg. F. to —5 deg. F. and from the 
warehouse to the retailer’s store by automobile truck, 
there is a divided responsibility which can easily result 
in considerable confusion in the adjustment of claims. 
There should be some assurance that sealed packages 
received by the railroad from the shipper contain prod- 
ucts which unquestionably measure up to requirements. 
The cellular structure of fruits and vegetables is preserved 
in its natural state by the quick-freezing process, but 
when once subjected to a warmer temperature and then 
a colder one, it is started on a breaking down process; 
however, food thus damaged may not be a total loss as 
it may or may not be sold at reduced prices. 

From the time of the introduction of mass shipments 
of perishable fresh edibles, refrigeration and transporta- 
tion have been necessarily interdependent. Not only 
were the early owners of transportation systems deeply 
interested in the refrigerated shipment of perishables, 
but they found it necessary to establish storage houses 
at transfer and consumer centers to provide refrigerated 
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distribution of the perishables delivered. Rail transpor- 
tation designed on any artery system made necessary 
equally extensive refrigerated warehouse storage facili- 
ties. By far the greater amount of rail refrigeration for 
quick-frozen products has been made with salt ice. In 
general a bunker mixture of 70 per cent ice and 30 per 
cent salt is used in what are termed super-insulated re- 
frigerated cars. 


Portable Containers 


Portable frozen-food refrigerated containers of various 
sizes, from small packages to box size, have been devol- 
oped for the successful transportation of quick-frozen 
foods over short routes.. Because of the great size of 
earlier containers, it was found advisable to develop 
smaller units that could be handled by one or two men 
and would not be too high to pass through the door of 
a baggage car. Usually the small packages are refriger- 
ated with dry ice. Some of them have been developed 
to a point where one insulated box may contain two 
storage compartments of varying temperature control. 
In December, 1938, the Railway Express Agency an- 
nounced that it would inaugurate refrigerator container 
service, using the Church COs container for 1. c. 1. ship- 
ments. Methods of handling shipments of this type seem 
definitely to be in the development stage. 

There appear to be two essential requirements for the 
protection of quick-frozen products during transporta- 
tion and distribution. These are: (1) The products 
must be maintained at a temperature of about O deg. F.; 
and (2) temperature fluctuations must be avoided so that 
the permissible temperature range for storage shall be 
maintained between 0 deg. F. and —5 deg. F. In order 


to satisfy these requirements, certain precautions must 
be taken in addition to that of maintaining the storage 
space within this temperature range. 

The ability of refrigerator cars to carry quick-frozen 
commodities at low temperatures is assisted materially 
by placing the frozen products in a car in which the 


temperature is already at zero or lower. Hence, it is 
necessary that means be provided for cooling the car 
before loading and to maintain the car, the storage space 
and the products at as nearly as possible the same tem- 
perature during loading. To accomplish this, the dis- 
tance between the storage rooms and the car should be 
reduced to a minimum and should be protected as men- 
tioned previously, by an insulated enclosed runway. The 
same considerations apply when frozen products are 
loaded from storage into trucks for retail distribution. 

To avoid fluctuations in temperature due to possible 
differences between the storage rooms and adjoining 
spaces, it is important that the stacking of quick-frozen 
products against the walls of adjoining rooms or against 
outside walls shall be avoided. For the same reason it 
is essential that floor racks be provided. Unusual air 
circulation among stacks should be avoided as it will 
cause excessive evaporation of moisture from the prod- 
ucts. Unit coolers are sometimes the cause of con- 
siderable loss of moisture during storage. 


Conclusions 


No special provision in terminal or local freight ware- 
houses is recommended for handling quick-frozen prod- 
ucts. In the larger cities cars are generally unloaded 
into large cold-storage plants where the bulk storage 
is held until it is delivered by automobile trucks to the 
local distributors’ small warehouses. The trade in the 
smaller cities is supplied by 1. c. 1. shipments from the 
cold-storage plants in the larger cities, and the products 
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are hauled by trucks to small local cold storage plants 
or direct to the retailer. Retailers selling the advertised 
brands of quick-frozen foods are provided with refrig- 
erator cases made for that purpose, which are capable 
of holding the food within the required temperature 
range for several weeks, 


Chesapeake & Ohio Receives 


Twenty Coaches 
(Continued from page 856) 

tanks located beneath the car floor, and the standard 
overhead evaporator unit of the car builder, arranged 
for both cooling and heating, located over the toilets 
at one end of the car. Conditioned air is delivered to 
outlets in the Multi-Vent ceiling panels. Vapor control 
equipment is installed for cooling and heating. The 
floor heat is Vapor steam heat, including copper unit- 
fin-type radiation with thermostatic control. Vapor 
steam-heat couplers and flexible metallic conduit are 
used with 2-in. Gold valves. The steam train line is 2 
in. extra-heavy wrought iron and Wovenstone insula- 
tion is applied over all steam pipes and fittings under- 
neath the car. Four Garland exhaust-type roof ven- 
tilators with Auer registers are installed in each smok- 
ing compartment. There is also one over each toilet 
room and one at the switch locker. Heater-pipe guards 
are curvéd and continuous, terminating approximately | 
1% in. above the floor, with perforations in the vertical 
face only. They are applied high enough to facilitate 
cleaning underneath. 

Air brakes are New York schedule UC-1-18 type. 
Blackall drop-handle hand brakes are applied in each 
vestibule with Peacock hand-brake boosters. The trucks 
are the General Steel Castings six-wheel straight-equal- 
izer type, having inside side bearings. The wheel base 
is 11 ft. The axles have 5-in, by 9-in. journals, which 
are fitted with standard A. A. R. journal bearings. 
Journal boxes are the National Malleable & Steel Cast- 
ings Company’s cast-steel pedestal type with malleable- 
iron lids. The Armco multi-wear wrought-steel wheels 
are 36 in. in diameter. The treads were ground after 
the wheels were mounted on the axles. The -truck 
center pins are of the Miner locking type and Stucki 
roller side bearings are used. The truck clasp brakes 
are the A. S. F. Simplex type. 
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General Offices of the Montpelier & Wells River and the Barre & 
Chelsea—a 44-mi. Short Line Combination—Are Located in the 
Passenger Station in Montpelier, Vt. 
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A.A.R. Board Hears 
Eastman and Staff 


April meeting was largely a 
series of conferences with 


ODT officials 


Directors of the Association of Amer- 
ican Railroads, holding their regular 
monthly meeting in Washington, D. C., on 
April 24, spent most of the day discussing 
various wartime transportation problems 
with Director Eastman of the Office of 
Defense Transportation and various mem- 
bers of his staff. 

Discussions with Mr. Eastman are un- 
derstood to have been concerned in the 
main with the equipment situation, in which 
connection the ODT director reiterated his 
dissatisfaction with the car and locomotive 
program recently authorized by the War 
Production Board, and told of his plans to 
seek modifications at the further hearing 
which WPB accorded him on April 28. 
Among other things, Mr. Eastman is re- 
ported to have been concerned about the 
supply of open-top cars to move into New 
England coal which formerly moved by 
coastwise steamship lines. 

ODT staff members who accompanied 
Mr. Eastman included Otto S. Beyer, di- 
rector of the Division of Transport Per- 
sonnel; V. V. Boatner, director of the 
Division of Railway Transport; John W. 
Barriger, associate director of that Divi- 
sion and federal manager of the Toledo, 
Peoria & Western; and Leo M. Nichol- 
son, director of the Division of Storage. 
Mr. Nicholson and a representative of the 
War Department who accompanied him 
discussed with the A. A. R. directors prob- 
lems in connection with the provision of 
facilities for storage in transit of war sup- 
plies destined for export. 

Meanwhile, Mr. Beyer had presented his 
views with respect to what the railroads 
should do to assure themselves an adequate 
wartime supply of manpower; while Mr. 
Boatner held a meeting with his advisory 
committee which is composed of several 
members of the A. A. R. board. Mr. Bar- 
riger was on hand to discuss problems 
which have arisen in connection with the 
handling of the present passenger traffic. 

It was said that little A. A. R. business 
was transacted at the meeting, although 
it was decided that the so-called “grand 
circle” fares which were first established 
in the spring of 1939 will be discontinued 
on June 1. This is the plan which has 
enabled travelers to go by rail from their 
homes to both coasts and return for a 
coach fare of $90 or a first-class rate of 





Land-Grant-Rate Repealer 
Recommitted by House 


The House of Representatives on 
April 29 recommitted to its Com- 
inittee on Interstate and Foreign 
Commerce the bill sponsored by 
Chairman Lea of the committee for 
the purpose of repealing remaining 
provisions of the land-grant-rate 
law. This action, coming after de- 
bate which indicated considerable op- 
position to the measure as drawn, 
would seem to have dimmed pros- 
pects for enactment of such legis- 
lation by the present congress. 











$135 plus special Pullman rates of $45 for 
a lower berth and $34.50 for an upper. 
Also, it was announced that the Eastern 
railroads will not install their usual sum- 
mer excursion rates this year; although 
they will participate in excursion-rate tar- 
iffs published by Western roads for travel 
to and from points in the West. 


C. & E. I. has 184 Acres of 
“Victory Gardens” 


A total of 184 acres of land on the right 
of way of the Chicago & Eastern [illinois 
has been planted for “victory gardens.” 
The railroad has made unused land on its 
right of way available to employees and 
others who wish to turn the ground into 
useful production. Most of the land being 
worked is planted as truck gardens, al- 
though quite a few acres have been planted 
in corn. 


Critical-Materials Data Eliminated 
from Commodity Statistics 


The Interstate Commerce Commission 
has issued an order stipulating that rail- 
roads shall omit from their quarterly re- 
ports of freight commodity statistics data 
on “strategic and critical materials.” The 
commission acted upon advices received 
from the Bureau of the Budget that such 
information should be suppressed in order 
to avoid revealing “the current or pros- 
pective situation,” 

Effective with reports for the current 
year, the order directs the omission of 
data relating to the following commodi- 


‘ties: Copper ore and concentrates; lead 


ore and concentrates ; zinc ore and concen- 
trates; crude rubber (not reclaimed) ; 
copper; lead; zinc; aluminum; alcohol; 
sulphuric acid; explosives. “The data 
omitted from the individual classes of com- 
modities,” the order says, “shall .be in- 
cluded in the grand totals .. . but not in 


the totals for their respective groups.” 
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More Tank Car 


Records Broken 


Carriers haul 599,500 barrels 
of oil daily into eastern 
seaboard states 


Tank car movement of oil into the east 
coast area continued its record-breaking 
climb during the week ended April 18, 
when it reached a new high of 599,500 bar- 
rels daily, according to an announcement 
by Petroleum Coordinator Harold L. 
Ickes. This was an increase of 2.2 per 
cent over the preceding week, when the 
movement averaged 586,350 barrels, and 
marked the seventh consecutive week that 
a new record has been established. 

Oil shipments by rail from California 
to the Pacific Northwest also reached new 
record heights during the week, increasing 
32 per cent over the previous week— 
—from 18,200 barrels daily to 23,980 bar- 
rels daily. 

In moving 599,500 barrels each day into 
the east, the 20 oil companies participating 
in this movement reported to Deputy Coor- 
dinator Ralph K. Davies that they loaded 
a total of 18,651 cars. Including the cars 
which were on the way back west for re- 
loading, this means that about 44,000 tank 
cars are engaged in the east coast service, 
it was pointed out. 

On the basis of an average of 225 bar- 
rels per car, the 18,651 loaded cars carried 
the equivalent of 4,196,475 barrels of pe- 
troleum and petroleum products. During 
the previous week, 18,243 cars were load- 
ed, or the equivalent of 4,104,675 barrels. 
The total number of cars then involved in 
the service was about 43,500, according to 
Mr. Ickes. 

The seven companies participating in the 
northwest movement, which is still rela- 
tively new, reported loading a total of 746 
cars during the week, compared with 566 
cars in the week ended April 11. Allow- 
ing for the time required for cars to return 
to California, after unloading, it is esti- 
mated that 1,825 cars are now engaged in 
the Pacific Northwest service. 

Further reflecting the inadequacy of 
transportation outlets from the Gulf coast 
producing area, Mr. Ickes has recommend- 
ed reduced rates for the daily production 
of all petroleum liquids by states during 
the month of May. Mr. Ickes’ schedule 
calls for national production at the total 
rate of 3,474,500 barrels daily, which is 
nearly 200,000 barrels less than the recom- 
mended daily rate for April, and consider- 
ably under the Bureau of Mines forecast of 

(Continued on page 873) 





Seeks Broad Local 
Transport Program 


Eastman calls for passenger 
transportation set-up on 
nationwide basis 


Organization on a nationwide basis of 
emergency passenger transportation pro- 
grams such as those already operating in 
several communities was called for by Di- 
rector Eastman of the Office of Defense 
Transportation in letters sent April 28 to 
all state governors and to mayors and 
other chief executives of cities and towns 
with a population of 10,000 or more. The 
plan proposed by Mr. Eastman has two 
main objectives—to prolong the life of all 
transportation facilities now in use, and to 
increase the efficiency of mass transporta- 
tion. 

Three principal methods for accomplish- 
ing those objectives were suggested, as fol- 
lows: (1) Systematic staggering of busi- 
ness, school and working hours; (2) group 
riding in private automobiles on a planned 
neighborhood-by-neighborhood basis; and 
(3) improved regulation of local traffic to 
make possible more efficient movement of 
passenger vehicles, both private and com- 
mercial. The ODT director told the gov- 


ernors and mayors that “any breakdown 
in our local transportation facilities, in- 
cluding the necessary use of automobiles to 
get war workers to their jobs, will seri- 


ously -interfere with the war production 
program.” Thus, “immediate steps must 
be taken by each state and by each com- 
munity to insure the continued and efficient 
operation of all such facilities essential to 
war production and to the maintenance of 
essential civilian activities.” 

ODT’s Division of Local Transport, 
headed by Guy A. Richardson, has drawn 
up a master plan designed to provide each 
community with a basis for setting up the 
desired program. “With modifications to 
meet local conditions, it is applicable to all 
communities,” Mr. Eastman said. Respon- 
sibility for national direction and coordi- 
nation of the program has been assumed 
at ‘Mr. Eastman’s request by the National 
Highway Traffic Advisory Committee to 
the War Department, under the chairman- 
ship of Commissioner of Public Roads 
Thomas H. MacDonald. Each governor 
is requested to place administration of the 
program in the hands of the State High- 
way Traffic Advisory Committee and to 
designate the chairman as liaison between 
the state and national committees. The 
mayor or other chief executive of each city 
and town involved is requested to appoint 
an administrator to take charge of the pro- 
gram locally. 


Relief for Tank-Car Owners 


Acting at the request of the Office of 
Defense Transportation, railroads this 
week filed with the Interstate Commerce 
Commission a tariff which relieves tank-car 
owners of penalty payments for excess 
empty mileage. The tariff, published on 
five-days notice, became effective May 1. 
The objective, said an ODT statement, was 
“to relieve owners of tank cars of financial 
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A Shipper Reports Result of 
Drive to Conserve Freight Cars 


The Armstrong Cork Company 
reports that 574 unused demurrage 
credits were turned back to the rail- 
roads during March at its floor divi- 
sion factory as a result of the com- 
pany’s drive to help conserve rail- 
road equipment by speeding up the 
unloading of freight cars. In addi- 
tion, the company stated that out- 
bound cars in March averaged 62,- 
879 lIb., as compared with an aver- 
age of 48,669 Ib. in January, an in- 
crease in loading of 29.2 per cent. 
Inbound cars of raw materials from 
the company’s Fulton, N. Y., factory 
averaged 40,383 lb. per car in March, 
an increase of 44.2 per cent—or an 
estimated saving of 75 freight cars 
during the month. 











burdens resulting from the shift of these 
cars from normal routes to emergency 
service.” 

“The railroads,” the statement went on 
to explain, “customarily levy a charge for 
every mile a tank car moves empty in 
excess of the miles it moves loaded. Un- 
der normal conditions, tank car owners 
have been able largely to equalize empty 
and loaded mileage, thus avoiding payment 
of penalties. Wartime traffic requirements 
have made it necessary to shift cars from 
one type of service to another and from 
one area to another to engage in emer- 
gency movement of petroleum and other 
products, with the result that tank car 
owners have incurred substantial penalty 
charges through the shipment of empty 
cars ... The excess empty mileage charge 
was likewise removed during World War 
| Epa 


New Haven Diesel-Electrics— 
A Correction 


The blowers which provide air for the 
traction motors on the New York, New 
Haven & Hartford 2,000-hp. Diesel-electric 
locomotives described in the April 11 issue 
of the Railway Age were furnished by the 
B. F. Sturtevant Company, and not by 
the American Blower Company as stated 
on page 752. 


Sandy Hook Boat Service Ends 


The famous “Sandy Hook Line” boat 
service of the Jersey Central between New 
York City and Atlantic Highlands, N. J., 
will not operate this summer. War condi- 
tions have led to the suspension. Addi- 
tional all-rail service will be provided to 
the New Jersey seashore resorts to replace 
the trains that for more than half a cen- 
tury have met the boats at Atlantic High- 
lands through the summer months. 

The Sandy Hook route was very popu- 
lar in pre-World War I days. With sub- 
stantial daily commuter traffic and a heavy 
week-end and holiday excursion business, 
its steamers often were crowded to capac- 
ity. In recent years, however, other forms 
of transportation have captured much of 
the route’s patronage, and only one boat, 
the “Sandy Hook,” has been operated. 
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Truckers Get Some 


Orders from ODT 


Will have to load to required 
minima or divert freight 
to other carriers 


Four general orders designed to conserve 
motor transportation facilities and equip- 
ment by requiring the trucking industry to 
“put its over-the-road freight operations on 
a more efficient basis,” and curtail local 
delivery services were issued on April 23 
by Director Eastman of the Office of De- 
fense Transportation. They are General 
Orders 3, 4, and 5, applying in turn to 
over-the-road operations of common, con- 
tract, and private truckers; and General 
Order 6, which applies to local-delivery 
operations. 

The new over-the-road regulations, * ef- 
fective June 1, stipulate among other things 
that, except for certain vehicles which are 
exempt, all trucks will be expected to be 
loaded to capacity on outgoing trips and 
to at least 75 per cent of capacity on the 
return trips. Compliance by contract and 
private truckers is expected to involve, in 
the main, a revision of shipping schedules. 
For common carriers General Order 3 
sets up seven possible procedures, as fol- 
lows: Alternate or stagger schedules; ex- 
change shipments or property; pool ship- 
ments, revenues or both; jointly load or 
operate trucks; divert shipments, lease 
equipment, operate joint terminals or pick- . 
up or delivery vehicles; establish arrange- 
ments with other carriers for the inter- 
change of equipment; appoint joint agents 
to effect consolidated operations and col- 
lect and distribute revenues therefrom. 
With respect to the foregoing, carriers con- 
templating joint action are warned that 
no such plan may be put into operation 
without the permission of the Interstate 
Commerce Commission, the proper state 
regulatory authority, or the ODT. 

Just as the railroads under ODT Gen- 
eral Order 1 will be required to divert 
light 1. c. 1. loads to other carriers, so also 
will the common carrier truckers be for- 
bidden to wait more than a specified period 
for tonnage, i. e., they will be required to 
divert to other carriers freight held at a 
terminal 36 hours or at two or more inter- 
mediate terminals for an aggregate of 48 
hours, and to accept such diverted freight 
from other carriers. And the order stipu- 
lates that every common carrier “by rail, 
motor, water or otherwise” shall establish 
“Just, fair and. equitable divisions of reve- 
nues derived from transportation performed 
pursuant to this order.” ODT will fix 
divisions where none has beer. agreed upon 
or fixed by the I. C. C. or state regulatory 
authorities. 

Exempt from the provisions of the or- 
ders are trucks carrying explosives or other 
dangerous articles ; farm trucks ; and trucks 
classified as “special equipment” such as 
those carrying mounted machines. Also, 
trucks in the maintenance of public utili- 
ties, those operated exclusively in the fur- 
therance of public health and safety, and 
trucks operated exclusively in the interests 

(Continued on page 875) | 
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May Have to Keep 
Two sets of Books 


So say roads, unless Treasury 
modifies stand on change to 
depreciation accounting 


Unless the Commissioner of Internal 
Revenue can be persuaded that he should 
modify what the railroads regard as “arbi- 
trary and unreasonable” conditions, the car- 
riers would probably be prevented from 
making for income tax purposes a change 
from retirement to depreciation accounting, 
although required by the Interstate Com- 
merce Commission to make such change 
for other purposes. This is the position 
taken by the special committee of the As- 
sociation of American Railroads in a brief 
which has been filed with the Bureau of 
Internal Revenue. 

The brief was filed after conferences 
wherein the railroad representatives had 
discussed with representatives of the Treas- 
ury and the Bureau the proposed I. C. C. 
order requiring railroads to inaugurate 
group depreciation accounting in respect of 
their road property commencing January 1, 
1943. The government representatives 
stated that if the proposed order should 
become effective, the Treasury would be 
disposed to follow I. C. C. findings re- 
garding bases and rates, but the bases used 
by the I. C. C. might not in all cases be 
the same as the Treasury was obligated to 
use under the provisions of the Internal 
Revenue Code. 

With respect to the terms and conditions 


under which consent to change the account- _ 


ing method for income tax purposes would 
be granted, it was stated that the commis- 
sioner in such cases had required the fol- 
lowing terms and conditions: 

Permission will be granted to file the returns 
covering the calendar year . . . and subsequent 
years on the basis of depreciation accounting pro- 
vided you irrevocably agree (1) that reserves for 
depreciation shall be computed as of January 1, 
. . . on all depreciable property from dates of 
installation or acquisition on the basis of the esti- 
mated useful lives and depreciation rates to be 
established, (2) that the remaining sum to be re- 
covered through depreciation allowances shall be 
limited to the cost or other basis, less the depre- 
ciation so accrued, and (3) that neither the change 
of method nor the amounts of depreciation so 
accrued shall have any effect on taxable net in- 
come for any year ending prior to January 1,... 

With respect to the foregoing, the rail- 
road brief asserts that “Any requirement 
that as a condition to adopting a deprecia- 
tion basis for road property, the railroads 
set up a reserve representing past accrued 
depreciation on existing units of property 
would place the railroads at a disadvantage 
as compared with other taxpayers which 
have already had the benefit of depreciation 
deductions, and would forever deprive the 
railroads of deductions for income tax 
purposes in an aggregate amount equal to 
that of the depreciation reserve thus estab- 
lished.” 

Various methods for allowing past de- 
preciation are possible, the brief suggests, 
and it lists the following: (1) Allowing 
losses on retirement on all items of exist- 
ing road property, adjusted only for de- 
Preciation, allowed or allowable, subse- 
quent to the effective date of the change to 
depreciation accounting; (2) adopting the 
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average life group plan of depreciation ac- 
counting and taking the unadjusted base 
and allowing rates each year based on the 
average life of the existing group computed 
from the effective date of the depreciation 
accounting to be adopted; (3) adopting the 
minimum rate group plan of depreciation 
accounting including the right to losses on 
retirement less allowed depreciation. With- 
out discussing the merits of any of these 
methods, the railroad committee would an- 
ticipate no difficulty “in agreeing on a rea- 
sonable method of securing the desired re- 
sult.” 

The brief also argues that “there is no 
justification for requiring an adjustment of 
invested capital for alleged past deprecia- 
tion in computing excess profits taxes.” 
It then goes on to say that the third con- 
dition is “clearly inconsistent” with the 
others when it stipulates that neither the 
change of method nor the amounts of de- 
preciation so accrued shall have any effect 
on taxable net income for any prior year. 


Burlington Displays “Old Glory” 
on Dining and Lounge Cars 


The Chicago, Burlington & Quincy is 
displaying the United States flag “for the 
duration” in nearly 100 dining and lounge 
cars. According to Edward Flynn, execu- 
tive vice-president of the road, “It seems 
only proper that the inspiration of ‘Old 
Glory’ should accompany soldiers, sailors, 
marines and others traveling on nearly ev- 
ery train.” 


Hours-of-Service Reports 


The Interstate Commerce Commission 
has issued a statistical analysis of monthly 
hours-of-service reports covering all rail- 
roads which reported during the year end- 
ed June 30, 1941, instances in which em- 
ployees were on duty for periods other 
than those provided by the Federal Hours 
of Service Act. The analysis was pre- 
pared by the commission’s Bureau of 
Safety. 


Commutation Fares in New York 


The Interstate Commerce Commission 
has instituted an investigation of the re- 
fusal of the New York Public Service 
Commission and the Transit Commission 
(which has jurisdiction within New York 
City) to permit railroads serving that state 
to apply the Ex Parte 148 increases to 
their New York intrastate commutation 
rates and fares. The proceeding is dock- 
eted as No. 28815. 


Women as Dining Car Waiters in 
South Africa 


On the South African Railways the din- 
ing car and restaurant business is now 
about double the pre-war volume. Approx- 
imately 10,000 meals are served daily, and 
in December, 1941, the dining car mileage 
was close to 850,000. Expansion of oper- 
ations has been handicapped by shortages 
of equipment and supplies, and particular- 
ly of labor—and an innovation which is re- 
ported to be working out very successfully 
is the employment of women as waiters, 
both in the station restaurants and on the 
“de luxe” Blue trains. 
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ODT Head Before 


Truman Committee 
Eastman sees carriers handling 
12 to 15 per cent more 
traffic this year 


Predicting an increase this year in car- 
loadings of 12 to 15 per cent over those 
of last year, Joseph B. Eastman, Director 
of the Office of Defense Transportation, 
told the Truman defense investigating 
committee on April 23 that he felt the 
railroads would be able to handle this 
increased amount of traffic despite a “tight” 
situation in some types of equipment. Mr. 
Eastman had been called before the Senate 
committee to bring it up-to-date on the 
question of transportation and its relation 
to the war effort. 

At the same time, Mr. Eastman reiter- 
ated his oft-expressed opinion in answer 
to a question from Senator Burton, Re- 
publican of Ohio, that he saw “nothing 
ahead now” to compel the government to 
take over any systems of transportation as 
it took over the railroads during the First 
World War. 

Beginning his overall discussion of the 
transportation picture with the railroad 
freight situation, Mr. Eastman said that 
the carriers were much better prepared for 
this war than the last one in that they 
learned fromi the last one the fact that 
cars must be kept in circulation and not 
used for storage. The turnaround time of 
cars, he declared, has notably decreased, 
and there is no shortage of cars at the 
present time except for a “tight” situation 
which is beginning to develop with open 
top cars, refrigerator cars, and locomo- 
tives. 

In regard to locomotives, he noted that 
because of the east coast oil situation due 
to submarine sinkings and tanker diver- 
sions, the carriers are now hauling some 
600,000 barrels of oil a day as compared 
with 70,000 barrels in December. This 
movement, he continued, is using 850 loco- 
motives, thus causing a tight situation in 
some localities. He also pointed out that 
bananas are now moving by rail from New 
Orleans to New York, thus throwing an 
added burden on the railroads. In addi- 
tion, he told the committee that there has 
been a reduction of 40 to 50 per cent in 
the coal movement by water to the New 
England ports, and his office hoped to di- 
vert some of the lake cargo coal to rail 
movement to speed up the hauling of iron 
ore. 

The ODT chief listed three ways of 
meeting the problem of increased traffic on 
the railroads: 

1. More equipment. 

2. Better use of existing equipment. 

3. Reduce the amount of railroad work. 

Discussing the third subject first, Mr. 
Eastman said that the carriers could in- 
crease circulatory speed of cars, provide 
longer sidings and better signal systems, 
provided steel and copper were available, 
avoid congestion of cars, inventory the lo- 
comotive situation, classify trains better, 
and utilize trainload movements to a great- 

(Continued on page 872) 








Carriers Endorse 


New’ Chandler"Bill 


Support voluntary reorganiza- 
tion measure now sponsored 
by McLaughlin 


Hearings on H. R. 6840, the bill recently 
introduced by Representative McLaughlin, 
Democrat of Nebraska, which would re- 
enact chapter 15 of the Bankruptcy Act 
providing for voluntary reorganizations of 
railroad companies, got under way before 
a House judiciary subcommittee on April 
29. The previous act, which was. known 
as the Chandler Act, expired on July 31, 
1940. The Baltimore & Ohio and the Le- 
high Valley were the principal roads which 
effected voluntary interest readjustments 
under its provisions. Details of the original 
act were set out in the Railway Age of 
July 29, 1939, page 193. 

At the opening session of the hearings it 
appeared that all of those representing 
railroad companies and railroad security 
holders favored reenactment of the Chand- 
ler Act with certain minor amendments. 
Among those appearing at the first day’s 
hearings were R. V. Fletcher, vice-presi- 
dent of the Association of American Rail- 
roads; Thomas L. Ennis, general counsel 
for the Delaware & Hudson; Col. Henry 
L.. Anderson, co-receiver of the Seaboard 
Air Line and special counsel for the Bal- 
timore & Ohio in its interest readjustment 
case under the provisions of the Chandler 
Act; Walter McFarland, assistant general 
counsel of the Chicago, Burlington & 
Quincy, who read a statement on behalf 
of Ralph Budd, president of the road; 
Fred M. Oliver, counsel for the Mutual 
Savings Bank Association and the Railroad 
Security Owners’ Association; Charles 
True Adams, chairman of the American 
Bar Association’s Committee on Bank- 
ruptcy; and Edward F. Lacey, executive 
secretary of the National Industrial Traffic 
League. 

Judge Fletcher told the subcommittee 
that the A. A. R. favored the reenactment 
of the legislation on the ground that there 
was a real need for such a provision in the 
bankruptcy statutes. In his opinion, the 
section 77 procedure “takes a long time, 
is an expensive process, is injurious to 
railroad credit, and is generally. objection- 
able.” He concluded by saying that the 


pending bill is “highly desirable if a rail-. 


road company is solvent.” 

Mr. Ennis urged the passage of the legis- 
lation and asked the subcommittee to 
amend the present bill so as to make it 
applicable to railroad holding companies of 
the type of the Delaware & Hudson Com- 
pany which owns all of the stock of the 
Delaware & Hudson. 

Colonel Anderson, who has had extensive 
experience with the operation of the Chand- 
ler Act during the B. & O.’s reorganiza- 
tion, appeared at the specific request of the 
subcommittee, and recommended that the 
legislation be made permanent. Although 
there were some imperfections in the old 
act, he declared, yet it served as a “‘tlife- 
saver” to the B. & O., and he would rather 
take the present bill as drawn than risk 
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the chance of defeat in either branch of 
Congress. 

Mr. McFarland read a brief statement 
by Ralph Budd which urged the favor- 
able consideration of the bill, pointing out 
that the Burlington’s experience in getting 
assents to its pending readjustment plan 
for the Colorado & Southern demonstrated 
the need for such a bill which would bind 
minorities without the need of buying 
them off before a readjustment plan could 
be effected. 

Mr. Oliver told the subcommittee that 
his clients agreed entirely with the position 
of Judge Fletcher that the legislation was 
badly needed. 

Although Mr. Adams favored the general 
idea of the bill as drawn, he thought that 
some changes should be made which would 
more adequately protect the rights of 
minorities.. It was his belief that with 
the enactment of the pending bill as a per- 
manent part of the bankruptcy statute, it 
would mean the end of any section 77 re- 
organizations because of the fact that no 
railroad company would use that long- 
drawn-out and expensive procedure when 
it could avail itself of the voluntary pro- 
visions of the pending measure. 

The National Industrial Traffic League, 
through Mr, Lacey, endorsed the legisla- 
tion as one method of helping to preserve 
a sound transportation system for the 
country in time of national emergency. 

The hearing were adjourned until next 
week when Interstate Commerce Commis- 
sion Mahaffie and representatives of other 
government departments concerned are 
scheduled to appear. 


NMB Mediator Joins WPB Staff 


Ernest A. McMillan, whose appointment 
to the National Mediation Board’s staff of 
mediators was announced in the Railway 
Age of April 18, page 795, has been trans- 
ferred to the Ship Stabilization Committee 
of the War Production Board. At the 
time of his appointment to the NMB staff, 
Mr. McMillan was a member of the State 
Board of Harbor Commissioners of Cali- 
fornia. 


Water Carriers Won't Forfeit Rights 
by Cooperating with ODT 


Water carriers have been assured b* the 
Interstate Commerce Commission that they 
will not impair their “grandfather” rights 
if compliance with requests or require- 
ments of the Office of Defense Transpor- 
tation involves interruptions of the services 
upon which such rights are based. The 
assurance came in the form of a letter 
which Commissioner Porter wrote on April 
24 to Director Eastman of ODT. 

Commissioner Porter’s letter was a reply 
to one written to Acting I. C. C. Chairman 
Aitchison by Mr. Eastman after the Great 
Lakes Transit Corporation had raised the 
question in connection with the conversion 
of several of its vessels into grain carriers. 
Mr. Porter said he had discussed the mat- 
ter with other members of Division 4, and 
was authorized to say that compliance by 
a water carrier with any request or re- 


.quirement of ODT would be recognized 


by the I. C. C. as an interruption of service 
“beyond the control of the carrier.” 
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Army Finds Roads 
Doing “Very Well” 


But Somervell calls ocean 


shipping the ‘‘bottleneck 
of our war effort'’ 


While telling an April 29 press con- 
ference that “transportation is going to be 
the bottleneck of our war effort,” B. B. 
Somervell, commanding general of the 
Army’s Service of Supply, at the same time 
made it plain that ocean shipping will be 
the limiting factor and that his remark 
had no reference to rail transportation. 
“Our rails are doing very well,” General 
Somervell said in this connection, adding, 
however, that “we and everyone else con- 
cerned are very much alert to the load that 
is going to come on the rails.” 

Previously the general had tossed other 
bouquets to the railroad, saying: “The 
job that’s been done in transportation so 
far by the Army in collaboration with the 
railroads, ship operators, the Maritime 
Commission, and the War Shipping Ad- 
ministration has been absolutely unprece- 
dented in size; and it has been done with 
unprecedented smoothness—thanks to the 
very effective cooperation we have with 
the Association of American Railroads. 
They have a large group which they pay 
and maintain in our Chief of Transporta- 
tion’s office. The job has been done with 
an efficiency that wasn’t even approached 
in the last war.” 

While General Somervell’s press con- 
ference was devoted largely to his ex- 
planation of the organization of the serv- 
ices of supply, the War Department at the 
same time announced that the Army is 
establishing special agencies, designated as 
“Port Agencies,” in the principal seaports 
of the United States “to coordinate and 
expedite shipments of war supplies to all 
United Nations.” These agencies will be 
staffed with Army officers and civilians 
who are experienced in export shipping; 
they will function “under the direct super- 
vision of the Chief of Transportation 
Service (Brigadier General C. P. Gross), 
and work in close cooperation with the 
Office of Defense Transportation and the 
War Shipping Administration.” The ob- 
jectives are “to prevent congestion within 
the port areas, to prevent improper use of 
ground storage, to assure expeditious and 
orderly loading and release of railway 
cars, to assure proper loading of cargoes 
in accordance with existing priorities, and 
to assure expeditious and orderly loading of 
ships to achieve a minimum time in port for 
each vessel.” 

“To prevent the possibility of various 
ports becoming ‘bottlenecks’ in the shipment 
of war supplies overseas,” the War De- 
partment statement went on, “the Army 
Port Agencies will arrange a system 
whereby material can be routed to any 
conveniently located port where empty bot- 
toms are immediately available. It is also 
planned to utilize the holding stations of the 
Army transportation organization where 
war supplies en route to a coastal port may 

(Continued on page 875) 
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Division 3 Upheld 
on All-Freight Rates 


Decision striking down tariffs 
designed to get forwarder 
traffic is affirmed 


Reporting on reconsideration of the pro- 
ceeding involving proposed all-commodity 
rates from New York, Philadelphia, Pa., 
and Baltimore, Md., to Chattanooga, Tenn., 
Atlanta, Ga., Birmingham, Ala., and from 
and to intermediate points, the Interstate 
Commerce Commission has affirmed Divi- 
sion 3’s previous finding that such rates 
would be “unjust, unreasonable, unduly 
prejudicial and preferential, and unjustly 
discriminatory.” Likewise affirmed is Divi- 
sion 3’s action striking down the any- 
quantity rates proposed “as a measure of 
self-preservation” by protestants to the all- 
commodity rates. 

Dissents of Acting Chairman Aitchison 
and Commissioner Miller were noted, as 
were Commissioner Mahaffie’s concurrence 
in the results of the majority report and 
the fact that Commissioner Splawn did not 
participate in the disposition of the pro- 
ceeding. Commissioner Patterson wrote a 
brief concurring-in-part expression. The 
case is docketed as I. & S. No. 4827, and 
Division 3’s report was reviewed in the 
Railway Age of May 3, 1941, page 765. 

As there noted, the all-commodity rates 
were proposed primarily to obtain for the 
railroads approximately 500,000 Ib. of for- 
warder traffic moving each week by truck 
from New York to Atlanta; while another 
actuating motive was a belief that unless 
such rates were published Sears, Roebuck 
& Company would handle its traffic from 
New York, Philadelphia, and Baltimore in 
its own trucks. In the former connection 
the commission notes that the forwarder 
trafic is being handled under a joint-rate 
arrangement between the forwarder (Uni- 
versal Carloading & Distributing Company) 
and Ackers Motor Lines, Inc. It adds 
that such joint-rate arrangements have 
been condemned by the commission, al- 
though the effective dates of its orders 
has been postponed from time to time be- 
cause of legislation pending in Congress 
for the regulation of forwarders. “Re- 
spondents admit,” says the report, “that 
were Universal compelled to pay legal rates 
there would be no existing competition ne- 
cessitating. the establishment of all-com- 
modity rates.” With respect to the Sears, 
Roebuck & Company traffic, the commis- 
sion observes that “conditions have changed 
so materially that it is doubtful whether 
the inauguration of private truck opera- 
tions by it is now feasible.” 

In its general discussion leading up to 
its adverse findings on the proposed rates, 
the commission points out that prior to the 
passage of the Transportation Act of 1940 
the burden was not upon carriers propos- 
ing a reduction in rates to show that the 
proposed rates would be just and reason- 
able. In other words the carriers formerly 


bore the burden of proof only with re- _ 


spect to proposed increases ; now they bear 
it with respect to any proposed change in 
a rate. 
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“The Transportation Act of 1940,” the 
commission continues, “imposes upon us 
the duty to scrutinize rates purportedly 
made on the out-of-pocket cost or mini- 
mum rate theory to meet alleged compe- 
tition and to reject them even if they yield 
something above all costs when they are 
less than prevailing reasonable rates pre- 
scribed by us, in the absence of proof that 
they are required to meet compelling com- 
petition and that they will not foster un- 
sound economic conditions in transporta- 
tion among the several carriers or other- 
wise contravene the policy declared by 
Congress in the ‘National Transportation 
Policy.’ ” 


N. Y. C. Would Delay Divorce from 
Boat Line Until War's End 


The New York Central has asked the 
Interstate Commerce Commission to ex- 
tend for the duration of the war the time 
given that road to divest itself voluntarily 
of that interest in the Nicholson Univer- 
sal Steamship Company, a Great Lakes 
operator, which the commission has found 
to be in violation of the so-called Panama- 
Canal-Act provisions of the Interstate 
Commerce Act. The petition reveals that 
Nicholson’s boats are being taken over by 
the Maritime Commission for conversion 
into ore and grain carriers. 

The N. Y. C.-Nicholson tie-up came 
about by reason of the relationship of N. 
Y.-C. affiliates to the United States Freight 
Company, parent corporation of the Uni- 
versal Carloading & Distributing Company. 
The commission’s report in the proceeding, 
which is docketed as No. 28162, was re- 
viewed in the Railway Age of November 8, 
1941, page 753. 


Representation of Employees 


Certifying results of recent elections on 
the South Buffalo, the National Mediation 
Board has designated the American Train 
Dispatchers Association as the representa- 
tive of that road’s train dispatchers, and 
the Railroad Yardmasters of North Amer- 
ica as the representative of the yardmast- 
ers. In another recent election the stew- 
ards in the marine service of the Petaluma 
& Santa Rosa chose the Inland Boatman’s 
Union of the Pacific. 

Results of recent elections in representa- 

tion-of-employees disputes have been made 
public by the National Mediation Board. 
On the Baltimore & Ohio, the National 
Council of Railway Patrolmen’s Unions, 
American Federation of Labor, won the 
right to represent patrolmen, including ser- 
geants and watchmen. Following an elec- 
tion on the Union Railroad, the Board cer- 
tified that yardmen (conductors, brakemen 
and switchtenders) do not desire any 
change in their‘representation by the Order 
of Railway Conductors, which got 352 
votes as compared with 324 for the Broth- 
erhood of Railroad Trainmen. 
- The Brotherhood of Railroad Carmen of 
America, operating through the Railway 
Employees Department, A. F. of L., has 
won the right to extend its coverage of 
Fruit Growers Express carmen to cover 
piece work inspectors. On the Alameda 
Belt, the Switchmen’s Union of North 
America won the right to represent yard 
service employees. 


McKellar Would 
Scare I.C.C., Too 


Tries a bit of that technique 
which worked so well on 
Transport Board 


Senator McKellar, Democrat of Ten- 
nessee, whose appropriation-withholding 
threats drew from the Transportation 
Board of Investigation and Research the 
commitment to make its study of the inter- 
ritorial freight rate structure, recently tried 
a bit of the same technique on Secretary 
W. P. Bartel of the Interstate Commerce 
Commission. 

Publication this week of hearings on the 
independent offices appropriation bill before 
a subcommittee of the Senate appropria- 
tions committee reveals how the Tennessee 
solon suggested that the commission’s war 
activities appropriation should perhaps be 
eliminated if something were not done 
about a then-impending service order re- 
lating to the use of double-deck stock cars. 

The commission issued the service or- 
der (No. 71), as noted in the Railway Age 
of March 14, page 564. The order among 
other provisions forbids railroads to fur- 
nish two single-deck stock cars when one 
double-deck car is ordered and not avail- 
able and to bill the shipper at the double- 
deck rate. __, 

Senator McKellar asked Mr. Bartel 
whether the commission’s order “effects an 
increase in the rates, especially in the 
southern states, on sheep, caives, hogs, and 
perhaps some other animals . . . to the ex- 
tent of about 85 to 90 per cent, which 
makes it most unfair as between other 
parts of the country where they have and 
can furnish the double-deck cars”; and, 
if “under the pretext of national defense,” 
the commission was “going to let the rail- 
roads almost double their rates?” “If you 
are,” declared McKellar, “perhaps we had 
better strike out the national defense pro- 
vision.” The latter was a reference to a 
$232,315 item which the bill provides to 
enable the commission to carry on its 
emergency car service work; the item re- 
mained in the bill. 

During his brief testimony Mr. Bartel 
told the subcommittee that the commission 
“has not in the past, and does not now 
have in its employ any persons engaged in 
publicity work, and we do not now con- 
template that any part of the moneys to be 
appropriated for the use of the commission 
for this or the next fiscal year will be spent 
for publicity purposes.” 

With the release of the testimony the 
Senate appropriations committee favorably 
reported to the Senate H. R. 6430, the 
independent offices appropriation bill, which 
carries $9,476,264 for the Interstate Com- 
merce Commission for the fiscal year end- 
ing June 30, 1943. Following a similar 
policy with regard to all independent agen- 
cies included in the bill, the committee cut 
the commission estimates for travel ex- 
penditures by 10 per cent, or a total of 
$81,545. The largest single cut was $21,- 
000 for the traveling expenses of the Bu- 
reau of Motor Carriers. 

Also included in the bill are the funds 
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for the elimination of grade crossing work 
under the Public Roads Administration of 
the Federal Works Agency. The House 
had appropriated $22,000,000 for this work, 
but the Senate committee reduced this fig- 
ure to $16,700,000. 


Rail Rates Exempt from Price 
Control Order 


Common carrier and public utility rates 
are among the prices excluded from. the 
order whereby the Office of Price Admin- 
istration on April 28 established govern- 
ment control over retail and wholesale 
prices and rents. In the order—the Gen- 
eral Maximum Price Regulation—OPA set 
the highest prices charged in March, 1942, 
as a ceiling over “virtually everything that 
Americans eat, wear and use.” Companion 
orders paved the way for federal control 
of rents in 302 defense areas. 

The exclusion of common carrier rates 
comes about by reason of the fact that 
they were exempt from OPA control un- 
der the provisions of the Emergency Price 
Control Act of 1942. 


Supreme Court to Review 
Western Pacific Plan 


The United States Supreme Court at its 
April 27 session agreed to review the In- 
terstate Commerce Commission’s plan of 
reorganization for the Western Pacific. 
Various petitions seeking a review of the 
Chicago & North Western’s and the Chi- 
cago, Milwaukee, St. Paul & Pacific’s com- 
mission-approved reorganization plans are 
also pending before the court, but no in- 
dication was given as to whether or not it 
will review these plans. 

The Ninth Circuit Court and the Sev- 
enth Circuit Court of Appeals, respective- 
ly, have refused to approve plans of reor- 
ganization for the Western Pacific and the 
Milwaukee on the ground that the com- 
mission had not made complete findings 
relative to questions of values and equities 
so that the reviewing court could definitely 
see in the new plan that provision for full 
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compensation under the rule of the Con- 
solidated Rock Products Company case 
(312 U. S. 510) had been made. The 
courts, in both instances, sent the cases 
back to the commission for proper findings. 
In the third case before the Supreme Court, 
that of the Chicago & North Western re- 
organization, the Seventh Circuit Court up- 
held the determination of the commission 
where two-thirds of the creditors had ap- 
proved the plan. 


President Calls “Trade Barrier” 
Conference 


Ways and means of removing or sus- 
pending for the duration of the war state 
and local legal restrictions “which are 
hampering the Nation’s war effort” will be 
considered at the federal-state government 
conference called by authority of the Pres- 
ident to meet in Washington, D. C., May 
5 to 7 under the auspices of the Depart- 
ment of Commerce, according to an an- 
nouncement by Jesse Jones, Secretary of 
Commerce. 

President Roosevelt, in his telegram to 
the state governors, declared that “the 
meeting should give specific attention to 
the fullest possible utilization of labor, 
transportation facilities, construction ca- 
pacity, and agricultural products.” 

Meanwhile, Senator Andrews, Democrat 
of Florida, and Representative Lea, Demo- 
crat of California and chairman of the 
House interstate and foreign commerce com- 
mittee, respectively, have introduced S. 2478 
and H. R. 7009, bills which would authorize 
the President through any appropriate 
agency to prescribe such maximum size and 
weight limitations for motor vehicles and 
combinations of motor vehicles to be ap- 
plicable to particular highways or portions 
thereof as shall be deemed necessary in 
order to facilitate the prosecution of the 
war. 

The conference will include governors of 
states or their representatives and the heads 
of various federal war agencies. ‘“Dele- 
gates,” read Mr. Jones announcement, “will 
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be given a clear over-all picture of the 
complex fabric comprising the mass of 
state and local legal restrictions, together 
with specific instances in which they are 
definitely impeding the operation of the 
war machine.” 


Freight Car Loadings 


Loadings of revenue freight for the week 
ended April 25 totaled 861,353 cars, the 
Association of American Railroads an- 
nounced on April 30. This was an increase 
of 14,791 cars, or 1.7 per cent, above the 
preceding week, an increase of 139,726 cars, 
or 19.4 per cent, above the corresponding 
week last year, and an increase of 216,549 
cars, or 33.6 per cent, above the comparable 
1940 week. 

As reported in last week’s issue, load- 
ings of revenue freight for the week ended 
April 18 totaled 846,562 cars, and the 
summary for that week, compiled by the 
Car Service Division, A. A. R., follows: 


Revenue Freight Car Loadings 
For Week Ended Saturday, April 18 
District 1942 1941 1940 

Eastern 171,416 152,185 138,327 
Allegheny 185,762 151,914 127,803 
Pocahontas .... 56,996 16,969 45,285 
Southern 131,534 108,768 98,011 
Northwestern .. 119,918 125,856 78,204 
Central Western 116,145 102,883 96,994 
Southwestern .. 64,791 50,218 43,844 
Total Western 

Districts .... 


Total All Roads 


Commodities 
Grain and grain 
products 
Live stock 


300,854 
846,562 


278,957 
708,793 


219,042 
628,468 





33,512 


Forest products. 
Ore 

Merchandise I.c.1. 
Miscellaneous .. 





846,562 
814,233 
828,890 
804,746 
796,640 


708,793 
679,808 
683,402 
793,803 
769,984 


628,468 
619,105 
602,835 
628,921 


March 21 620,375 





Cumulative Total, 
16 Weeks ... 
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ended April 18 totaled 63,838, an increase 
over the previous week of 931 and com- 
paring with 56,321 in the corresponding 
week last year, according to the tabulation 
of the Dominion Bureau of Statistics. 
Total for Canada: 


Total Total Cars 

Cars Rec’d from 

Loaded Connections 
April 18, 1942 ...... 63,838 342 
Apr Ti, 1942 6.55. 62,907 30,767 
April 4, 1942 ...... 57,455 31,687 
April 19, 1941 ...... 56,321 27,310 

_ Cumulative Totals for Canada: 

April 18, 1942 ...... 981,495 509,732 
Apert 39.1940. «0.06... 870,474 459,636 
April 20, 1940 ...... 755,661 389,391 


ODT Would Convert Cooler Ware- 
houses to Freezers 


The Office of Defense Transportation 
has recommended to the refrigerated ware- 
housing industry that about 11,500,000 cubic 
feet of space in cooler warehouses be con- 
verted to freezer space “in areas where 
production, processing, and market demands 
indicate additional facilities are needed.” 
Such a program would increase by about 
10 per cent the freezer space which now 
totals 113,800,000 cubic feet, as compared 
with 259,000,000 cubic feet of cooler space. 

The ODT announcement said that the 
recommendation was made in anticipation 
of “an all-time high demand for refriger- 
ated storage space” which is expected next 
autumn “as a result of increased produc- 
tion of perishable foods to meet military, 
civilian, and  lend-lease requirements.” 
Conversion of between 2,000,000 and 3,000,- 
000 cubic feet is already under way, the 
announcement also said. 


New Haven Issues “Rider's Digest” 


In an endeavor to increase the traveling 
public’s understanding of problems current- 
ly faced by the railroads during the war 
emergency, the New Haven is distributing 
on its trains the first-issue of an illustrated 
eight-page booklet titled “Rider’s Digest.” 

Besides describing the demands being 
made on the railroad as a result of the war 
effort, the booklet contains a description 
of the New Haven’s blackout activities, an 
explanation of train whistle signals, an il- 
lustrated quiz, and a “seat hoarder” car- 
toon which will be appreciated by anyone 
who rides a train these crowded days. 

The primary purpose of this booklet, 
which will be published monthly, is to keep 
passengers informed about the road’s war- 
time jobs so that they will be able to ap- 
preciate the reason “Why” whenever 
emergency assignments may interfere with 
the comfort and convenience to which they 
have been accustomed. 


ODT Appointments 


As reported in the Railway Age of 
April 25, page 834, E. R. Hauer has been 
appointed an assistant director of the Of- 
fice of Defense Transportation’s Division 
of Railway Transport, in charge of me- 


chanical operations; and Samuel S. Bruce - 


has been appointed a Division of Railway 
Transport assistant director in charge of 
coal movement and equipment. 

Mr. Hauer was born in Springfield, Ohio, 
on January 14, 1893. He attended the 
Virginia Mechanics Institute, and entered 
railroad service in November, 1907, in the 
Chesapeake & Ohio’s Clifton Forge, Va., 
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shops. In 1911 he became a clerk, and in 
1912 a machinist’s apprentice. In 1916, Mr. 
Hauer was transferred to Richmond, Va., 
as a mechanical draftsman, and one year 
later he became valuation inspector. He 
was in the United States Army from 1918 
until 1920, when he entered the employ of 
the Lima Locomotive Works as an eleva- 
tion engineer. Two years later, in 1922, 
Mr. Hauer was back with the C. & O., 
serving briefly as roundhouse foreman at 
Lexington, Ky., and then as chief drafts- 
man at Richmond, a position which he 
held from the latter part of 1922 until 
1929. He was then appointed assistant 
shop superintendent at Huntington, W. Va., 
and in 1932 he became mechanical engineer 
of the C. & O. with headquarters at Rich- 
mond. Since 1936 he has been engineer 
of motive power of the C. & O.-Nickel 
Plate-Erie-Pere Marquette Mechanical Ad- 
visory Committee. 

Assistant Director Bruce of the Division 
of Railway Transport began his career in 
1909 in the accounting department of the 
Conwanshannock Coal & Coke Company, a 
subsidiary of the Rochester & Pittsburgh 
Coal & Iron Company. In 1912 he entered 
the employ of the American Bridge Com- 


S. S. Bruce 


pany, working on the Isthmus of Panama 
in various accounting and timekeeping po- 
sitions until May, 1914. The following 
month, Mr. Bruce returned to Conwan- 
shannock, and remained in accounting-de- 
partment positions with that company until 
March, 1916, when he accepted a position 
in the accounting department of the Kop- 
pers Company. In 1917, he became traffic 
manager for the Seaboard Byproducts Coke 
Company, a Kopper subsidiary ; and he has 
been general traffic manager for Koppers 
since November, 1921. 


Eastman Would Defer Considera- 
tion of Waterway Tolls Bill 


Director Eastman of the Office of De- 
fense Transportation has written Chairman 
Lea of the House committee on interstate 
and foreign commerce a letter indicating 
that he would be opposed to enactment in 
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the present war period of legislation such 
as that proposed in H. R. 6886 which was 
introduced recently by Representative Sny- 
der, Democrat of Pennsylvania, to provide 
tolls on waterways. 

“Regardiess of the possible merits of 
such legislation in normal times,” Mr. 
Eastman said, “the exigencies of the war 
would appear to preclude any move which 
might discourage the use of our inland 
waterways, and I fear this would.” The 
ODT director went on to say that he 
would like to be heard if the bill is to be 
pressed seriously during the war period. 
However, it is not anticipated that it will, 
as Mr. Lea has indicated his agreement 
with the Eastman view. 


Pullman Tariff to Charge for 
Reservations Not Released 


The Pullman Company has filed a tariff 
with the Interstate Commerce Commission, 
to become effective May 20, which provides 
that Pullman tickets will not be redeemed 
unless the space reserved is released for 
resale, and the number of the ticket erased 
from the diagram in advance of the de- 
parture of the train for which it was sold. 
Travelers who miss connections due to de- 
layed arrival of a connecting train will 
secure refunds as heretofore. 

According to George A. Kelly, vice- 
president, military forces at times require 
more than a third of the entire sleeping 
car fleet, and the new rule is necessary to 
prevent needed space from being unused. 
Last year the Pullman Company reim- 
bursed 33,000 passengers more than $244,- 
800 for unused tickets where the reserva- 
tions had not been canceled. In many 
instances the accommodations were needed 
and would have been occupied by other 
travelers. 


Claim Division Celebrates 
Semi-Centennial 


The completion of 50 years as a national 
body was celebrated by the Freight Claim 
Division of the Association of American 
Railroads, at its annual meeting at Chi- 
cago, on April 28 and 29. Recognition of 
the golden anniversary, which occurred on 
March 4, 1942, was given at an evening 
session on April 28. Participating was a 
special committee of all living past chair- 
men of the Freight Claim Division and 
past presidents of its predecessor, the 
Freight Claim Association, several of whom 
read papers covering the activities of the 
organization for selected periods. 

Problems facing freight claim and loss- 
and-damage-prevention officers as a result 
of the war were discussed during the con- 
vention. The principal speaker was Carl 
R. Gray, Jr., executive vice-president of the 
Chicago, St. Paul, Minneapolis & Omaha. 
A more complete report of this’ meeting 
will appear in the next issue. 


Public Convenience Secondary to 
Rubber Conservation, Eastman 
Holds 


Interpreting his General Order No. 2, 
which was issued March 21 to prohibit 
further substitution of buses for street-car 
or train service on existing. rail routes, 
Director Eastman of the Office of Defense 
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Transportation has held that public con- 
venience must be considered secondary to 
rubber conservation. This policy was set 
forth in a decision wherein the ODT direc- 
tor concluded that the Kansas City Public 
Service Company must restore street-car 
service on a route where bus service was 
inaugurated January 1 for a trial period 
ending April 15 and later extended to 
May 15. 

“Our policy in such an issue as _ this,” 
Mr. Eastman said, “is determined almost 
entirely by the stoppage of rubber imports 
and the desperate need for conserving all 
the rubber now in our possession... . The 
continued scarcity of rubber compels the 
application of this policy to the South 
Paseo-Marlborough situation in Kansas 
City, and the national interest thus in- 
volved more than offsets the inconvenience 
and discomfort of a portion of the passen- 
gers.” 


C. of C. Discusses Transportation 


Transportation problems of the present 
emergency were discussed at a group lunch- 
con meeting at the thirtieth annual meeting 
of the Chamber of Commerce of the United 
States at Chicago on April 29. Problems 
and prospects were presented by Joseph B. 
Eastman, director of the Office of Defense 
Transportation, and the subject was fur- 
ther considered by a panel consisting of 
T. C. Burwell, vice-president of the A. E. 
Staley Manufacturing Company, Decatur, 
Ill.; Alex W. Dann, president of the Union 
Barge Line Corporation, Pittsburgh, Pa.; 
Powell C. Groner, president of the Kansas 
City Public Service Company, Kansas City, 
Mo.: H. C. Horton, president of the Hor- 
ton Motor Lines, Charlotte, N. C.; W. C. 
Kendall, chairman of the Car Service Di- 
vision of the Association of American Rail- 
roads, Washington, D. C.; Frank M. 
Kreml, director of the Safety Division of 
the International Association of Chiefs of 
Police, Evanston, Ill.; Edward V. Rick- 
enbacker, president of Eastern Airlines, 
Inc., New York, N. Y.; and A. W. Vogtle, 
president of the National Association of 
Shippers Advisory Boards, Birmingham, 
Ala. 


Price Ceiling Prevents Most 
Canadian Rate Increases 


General “price ceiling” regulations pre- 
vent an increase of passenger and freight 
rates on Canadian domestic traffic, accord- 
ing to a ruling of the Dominion Wartime 
Prices and Trade Board. The application 
of the railways for increases to correspond 
with the changes in passenger, parlor car 
and sleeping car fares and freight rates 
authorized in the United States has been 
approved by the board only as to inter- 
national business. 

The announcement states further that the 
application before the board “was not based 
on a desire to secure increased revenues, 
but on the ground that the relationship be- 
tween American and Canadian rates on 
transportation of this kind was well estab- 
lished and should be continued in the in- 
terest of all concerned.” 

As noted in Railway Age March 28, page 
673, the railways had applied for author- 
ity to increase rates on lines entirely with- 
in Canada that are competitive with United 
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States routes and also on lines serving Ca- 
nadian ports where rates are based on com- 
petition with United States ports. The 
Board of Transport Commissioners gave 
its approval to this application. Wartime 
regulations in Canada, however, make the 
Wartime Prices and Trade Board the su- 
perior authority in all matters affecting the 
established ceilings on prices, and this lat- 
ter board has refused to approve the appli- 
cation except as it applies to international 
traffic. 


ODT Head Before 
Truman Committee 


(Continued from page 867) 


er degree. On the subject of a locomotive 
inventory, he told the committee that other 
roads had already loaned locomotives to 
the Southern Pacific and the Boston & 
Maine. 

In reference to the better use of existing 
equipment, Mr. Eastman explained that his 
office was considering an order to control 
loading by increasing the carload minima. 
This order would apply only to box cars, 
he continued, for, at present, open type 
cars are being loaded to capacity. Refer- 
ring to his General Order No. 1, dealing 
with the loading of merchandise freight, 
the ODT Director declared that this situ- 
ation has “materially improved” although 
the order has not gone into effect. 

Other means of improving the use of 
equipment which were suggested by Mr. 
Eastman were the substitution of trucks 
for rails on short hauls, the spreading of 
the year’s load by cutting down the car- 
loading peak in October, and the elimina- 
tion of cross-hauls. 

On the subject of obtaining more new 
equipment than that already authorized by 
the War Production Board, Mr. Eastman 
preferred not to express definite opinions 
in view of the fact that he was scheduled 
to have a conference with WPB a few 
days later on April 28. However, he does 
feel that the capacity of the locomotive 
plants should not be decreased and that 
there will have to be more open top cars 
than originally contemplated. Moreover, 
Mr. Eastman is not critical of WPB for 
its recent allocation of equipment for the 
coming year, but has “the greatest sym- 
pathy” for it in its “difficult” task of try- 
ing to get critical materials for all the 
war needs. 

Mr. Eastman is opposed to any priority 
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system on freight shipments and any ra- 
tioning of passenger transportation, for he 
feels that such action would cause panic 
among shippers and slow down all trans- 
portation. If there is any need of control 
of shipments, he declared, he would rather 
not have the product produced in the first 
instance than try to prohibit its shipment 
after it is made. No passenger rationing 
or freight priorities are now in contem- 
plation, he told the committee, and he 
hopes that “we don’t have to have any.” 

It was the ODT Director’s belief that the 
country’s transportation system is holding 
up relatively well, but he predicted that the 
railroads would have serious difficulty in 
hauling the extra passengers and freight 
resulting from the war unless means were 
found to prevent trucks and busses from 
being forced off the highways due to the 
lack of tires. He also urged the most 
stringent conservation of the country’s sup- 
ply of motor vehicles and tires, which, he 
characterized as “our most precious stock- 
pile.” 

The committee learned from Mr. East- 
man that northbound transportation on the 
Mississippi River is now up to capacity and 
that his organization had asked the WPB 
for additional barge equipment for the in- 
land waterways. He also noted that some 
pipelines were being reversed and that 
some in Texas will be dug up and relocat- 
ed to relieve the present oil shortage on 
the east coast. 

In response to a query from Senator 
Burton, Mr. Eastman expressed his belief 
that during the present emergency railroad 
managements “must get away from the 
idea of intense competition” and work 
more as a unit. 


Pioneer Zephyr Nearing Two- 
Millionth Mile 


The Pioneer Zephyr of the Chicago, Bur- 
lington & Quincy, which passed its mil- 
lionth mile on December 29, 1939, is now 
nearing its two-millionth mile of service, 
according to a statement issued by the rail- 
road on April 18, the eighth anniversary of 
the christening of the train. “It is enjoy- 
ing an illustrious career,” the release reads. 
“During 1934, it traveled 30,437 miles for 
exhibitions in 222 cities to 2,016,606 visi- 
tors. On May 26, 1934, it startled the 
world with its record-breaking non-stop 
run from Denver to Chicago—1,015 miles 
in 785 min., an average of 77.6 miles an 
hour.” 

The “Pioneer Zephyr” entered regular 


The Pioneer Zephyr Is Currently Running 456 Miles Daily Between Lincoln, Nebr., 
and McCook 
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service on November 11, 1934, between 
Lincoln, Neb., Omaha and Kansas City, 
Mo., and subsequently has been in service 
on various other parts of the Burlington 
system. Burlington officials declare the 
“Pioneer Zephyr” is still a young train. 
Its only shortcoming, they assert, is its ca- 
pacity. It originally consisted of three 
cars and later was enlarged to four. How- 
ever, it has met with such popular approval 
that the railroad repeatedly has found it 
necessary to replace the “Pioneer” with a 
larger Zephyr. It inaugurated overnight 
service between Chicago and Colorado in 
May, 1936, a job now assigned to the 14- 
car “Denver Zephyrs.” 


N. W. L. B. Sets Arbitration Date 
for T. P. & W. Dispute 


Arbitration of the dispute which led to 
the government seizure and operation of 
the Toledo, Peoria & Western was set for 
May 5 at Chicago by the National War 
Labor Board on April 27. No provision 
has been made for the representation of 
the corporation or its owner and president, 
George P. McNear, Jr. 

The action follows a request made by 
Mr. McNear on April 25 that an emer- 
gency board be appointed to investigate and 
report on “wasteful practices of featherbed 
rules.” In his wire Mr. McNear said: 

“The atmosphere is cleared. Brother- 
hood officials have been found guilty of a 
dynamiting and an attempt to stop inter- 
state commerce in time of war. Our rail- 
road and officials have been acquitted of 
charges of violating the Railway Labor 
Act brought against us by our government 
at the instance of these brotherhoods. Now 
that the public is no longer confused by 
the charges, counter-charges and long trials 
in the federal court, we renew our requests 
for a public investigation of the real issues 
involved. Justice and common decency 
dictate that the unlawful order of your 
Board be revoked and that an impartial 
emergency board be appointed, as intended 
by the Railway Labor Act, to provide a 
basis for the settlement of just such dis- 
putes. This appropriate step was not taken 
by the Mediation Board when it should 
have been. It is still available under the 
Railway Labor Act. 

“The issues in our case go far beyond 
the small size of our railroad. The gross- 
ly wasteful practices of the featherbed 
rules demanded of us should be given a 
public airing without further delay. We 
ask your Board to arrange for the appoint- 
ment of an emergency board for a full 
investigation and report.” 

Mr. McNear on April 29 rejected the 
request for arbitration, telegraphing Wil- 
liam H. David, chairman of the board, 
that the road “will not participate in the 
so-called arbitration under Judge Hilliard 
and will not be bound by any award result- 
ing therefrom.” The telegram was in re- 
ply to an N. W. L. B. message on the pre- 


vious day rejecting Mr. McNear’s request ~ 


for the appointment of an Emergency 
Board. 

Mr. McNear objected to Justice Hill- 
lard’s appointment on the ground that the 
Colorado jurist in past cases “has clearly 
disclosed his partiality to the Brotherhoods 
and his inability to understand operating 
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problems.” Any award made by Justice 
Hilliard “will be solely for the account of 
the Federal Manager and the employees 
working for him during the period of 
federal operation,” Mr. McNear said. 


More Tank Car 


Records Broken 
(Continued from page 865) 


3,729,000 barrels as the daily demand for 
crude oil alone during May. 

“The further reduction in the production 
rates,” declared Mr. Ickes, “is but a re- 
flection of the increasing seriousness of the 
problem of transporting oil from where it 
is produced to the important consuming 
centers of the nation, principally along the 
eastern seaboard. Despite the recent amaz- 
ing increase of tank car shipments made 
possible by the splendid efforts of the rail- 
roads and the oil companies, it just is not 
possible, in present circumstances, to satisfy 
the total crude oil demand forecast by the 
Bureau of Mines.” 

Meanwhile, Representative Mansfield, 
Democrat of Texas and chairman of the 
House committee on rivers and harbors, 
has moved to translate his ideas on re- 
lieving the east coast oil shortage into 
legislative action. 
duced in the House H. R. 6999, a bill which 
would authorize the construction and oper- 
ation of a pipe line and a navigable barge 
channel across Florida, the construction of 
an inland route from the western terminus 
of this channel to the present eastern 
terminus of the Intracoastal Waterway, and 
by deepening and enlarging the Intracoastal 
Waterway from its present eastern ter- 
minus to the vicinity of the Mexican 
border. The bill would authorize $144,- 
000,000 to carry out this work. Thus, Mr. 
Mansfield would have a protected route 
up the Gulf and Atlantic coasts for the 
use of oil-carrying barges. 

Also, this week, the Trans-American 
Pipeline Corporation wrote a letter to Di- 
rector Eastman of the Office of Defense 
Transportation asking that he reconsider 
its recently-rejected application for author- 
ity under the Cole pipe line act to construct 


a crude oil pipe line from Wichita County, - 
Tex., to Savannah, Ga. The company now - 


proposes to extend its line from Wichita 


County, Tex., to the Permian Basin in ~ 


West Texas, at an estimated cost of $3,- 
150,000. 


Derailment Blocks Hudson Tubes 


Train service through the Hudson River 
tubes of the Hudson & Manhattan Railroad 
which connect Hudson Terminal in down- 
town New York with New Jersey rail ter- 
minals was completely blocked for more 
than three days following a derailment that 
occurred about 10:48 p. m. on April 26. 
Five passengers were killed and some 200 
were injured. : 

The train involved, eastbound from Penn- 
sylvania Station, Newark, N. J., to Hud- 
son Terminal, was made up of six steel 
rapid transit cars electrically operated by 
third rail contact. Clear accounts of the 
accident are not available while official in- 
vestigations are still in progress, but it ap- 
pears the train was derailed on a curve 


This week he intro-' 
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entering the Exchange Place station in 
Jersey City, where the track is depressed 
between the tunnel wall and the station 
platform, which is at the car floor level. 
From this point the first two cars con- 
tinued ahead for some distance, while the 
next three were thrown against the tun- 
nel wall and upon the station platform. 
The sixth car remained on the track. 

All trains into Hudson Terminal move 
on the track which was blocked and torn 
up. Average daily traffic in 1941 was close 
to 61,000 passengers in each direction, and 
extra ferries and Hudson & Manhattan 
trains on the unaffected line between New- 
ark and uptown New York were pressed 
into service to care for them until normal 
service could be restored. 

Removal of the wreckage and replace- 
ment of damaged track and structures were 
tasks of exceptional difficulty because the 
accident occurred deep underground in a 
tunnel with limited clearances where heavy 
equipment or large groups of men could 
not be employed. 

The motorman of the train, it was al- 
leged by the police, had been drinking— 
and is being held on charges of man- 
slaughter. 


New York Passenger Terminals 
Report ‘41 Traffic 


Percentagewise the New York, Ontario 
& Western led the railroads serving New 
York in increased passenger business into 
and out of that city in 1941, according to 
the annual report of the local Transit Com- 
mission. Its increase was 33.5 per cent. 
The Pennsylvania had an-increase of 9.4 
per cent. 

The total volume of passenger business 
in and out of New York by all railroads 
dropped 1.9 per cent in 1941 as compared 
with 1940. This loss was distributed about 
equally on a percentage basis between com- 
muter travel and regular-fare traffic. 

The report discloses that 184,989,536 pas- 
sengers were moved in and out of New 
York by rail in 1941. Pennsylvania Sta- 
tion handled 61,188,803 of them. This is an 
average movement of 167,640 passengers 
daily. In 1941 both the Pennsylvania and 
the New Haven made new records in regu- 
lar fare business through Pennsylvania Sta- 
tion. The Pennsylvania handled 14,270,858 
passengers of this class, and the New Ha- 
ven 1,615,657. The New Haven’s through 
business at this station increased 47 per 
cetn over 1940, its previous record year. 

The New Haven’s regular fare business 
through Grand Central Terminal also in- 
creased substantially in 1941, when 10,791,- 
721 passengers were handled, as compared 
with 9,704,689 in 1940, a gain of 1,087,032, 
or 11.2 per cent. In 1941 there were 4,- 
853,309 passengers of this class on New 
York Central main line trains using Grand 
Central, an increase of 613,467, or 14.5 per 
cent, over 1940. Business at the 125th 
Street Station is included in the Grand 
Central Terminal figures. 

Of the railroads handling heavy com- 
muter traffic in and out of New York, the 
Pennsylvania registered the largest increase 
in business, moving 9,071,200 passengers of 
this class in 1941, as compared with 8,- 
550,132 in 1940. About 61 per cent of this 
travel moved through the downtown Hud- 
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son Terminal. Of all lines serving New 
York, the Long Island continues to report 
by far the heaviest commuter traffic, with 
40,094,404 such passengers in 1941, an in- 
crease over 1940 of about 1 per cent. As 
the 1940 figures for the Long Island were 
swollen above normal by inclusion of a 
substantial volume of World’s Fair busi- 
ness, the growth of actual commuter travel 
on this line is even greater than indicated 
by this comparison. 


Would Investigate Dropping of 
Pipe Line Suits 

Representative Coffee, Democrat of 
Washington, has introduced in the House 
H. Resolution 472, calling for a special 
House committee to investigate the rea- 
sons which led Assistant Attorney General 
Thurman Arnold last December to agree 
to the entering of consent decrees against 
some 20 oil companies and 52 common 
carriers by pipe line. (See Railway Age 
of December 27, 1941, page 1091.) 

Mr. Coffee, in a speech made on the 
floor of the House on April 23, deplored 
the fact that the Justice Department de- 
cided to forego the suits it had instituted 
on September 30, 1940, which were intend- 
ed to serve as test cases of the question 
of whether or not dividends paid to oil 
companies by the pipe line companies con- 
stituted rebates within the meaning of th 
Elkins Act. 

Rather, the Washington legislator 
charged that the government, by failing to 
prosecute the suits, passed up an opportu- 
nity to recover at least $1,500,000,000 and 
possibly $3,000,000,000 in fines which could 
have been assessed for violations of the 
Elkins Act. 

As evidence in support of the charge 
that there was considerable dissension in 
the Justice Department over the failure to 
prosecute the suits, Mr. Coffee told his 
colleagues that “another striking feature 
of this matter is that the two attorneys of 
record in the three test suits refused to 
sign the new bill of complaint or the con- 
sent decree and that one of them immedi- 
ately resigned from the Department of 
Justice.” 

Moreover, Mr. Coffee suspects that both 
Mr. Arnold and Attorney General Biddle 
may have signed the decree “with reluc- 
tance,” and the purpose of his resolution 
is to make them appear under oath before 
a House committee and tell the reason 
which brought about the consent decree 
against the oil companies and pipe lines. 


One Sub-Chaser a Week is Goal of 
New Pullman-Standard Shipyard 


Construction of the first all-steel anti- 
submarine patrol ships ever built in the 
Chicago region will begin in early summer 
at a shipyard now being erected by the 
Pullman - Standard Car Manufacturing 
Company. By means of streamlined -pro- 
duction methods which call for fabrication 
of large sections of the ships in the com- 
pany’s car works with final assembly on 
the ways, the yard will ultimately turn out 
a ship a week, according to Commander 
W. R. Dowd, supervisor of shipbuilding, U. 
S. N., for the vicinity of Chicago, and C. 
A. Liddie, Pullman-Standard president, who 
made the announcement jointly. The Navy 
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had advanced $4,300,000 for the new plant. 

The company’s present contract with the 
Navy calls for the construction of 50 Die- 
sel-powered fighting ships. The contract 
was awarded to Pullman-Standard because 
of the company’s long experience in work- 
ing heavy steel. While ample facilities to 
construct the normal 110-ft. wooden patrol 
ship are to be found on the Lakes and 
elsewhere, the Navy’s real task was to find 
firms with steelworking experience to turn 
out the larger, newly-designed all-steel 
craft. It was pointed out that many of the 
trades employed in car building are iden- 
tical to those required in shipbuilding. Car 
workers who can be adapted readily to 
shipbuilding include welders, riveters, elec- 
tricians, pipe and frame fitters, sheet metal 
workers, joiners, painters, plumbers, and 
cabinet makers. 

Although almost all present employees of 
the car works will work on the ships, sev- 
eral thousand men will have to be engaged 
from the outside and thoroughly trained 
in these and other shipbuilding crafts, it 
was said, and facilities are already being 
set up, with the co-operation of public voca- 
tional training authorities, to train these 


May 2, 1942 


men. In addition to ships, Pullman-Stand- 
ard is turning out airplane parts, tanks, 
artillery shells, mortars and gun carriages. 


March Truck Volume 11.9 Per Cent 
Above March, 1941 


The volume of freight transported by 
motor truck in March increased 9.3 per 
cent over February and 11.9 per cent over 
March, 1941, according to American 
Trucking Associations, Inc. 

The A. T. A. in this March report fea- 
tured data “clearly indicating that tank 
trucks have been pressed into service to 
help fill the breach in gasoline transporta- 
tion facilities caused by ship sinkings.” The 
volume of petroleum handled by motor car- 
riers in March, the statement went on, 
“skyrocketed almost 80 per cent above the 
same month last year.” 

Meanwhile, reports on the aggregate vol- 
ume of all types of freight (including pe- 
troleum) were received by A. T. A. from 
222 motor carriers in 42 states. The re- 
porting carriers transported a total of 1,- 
622,801 tons in March, as compared with 
1,485,043 tons in February, and 1,450,657 
tons in March, 1941. The A. T. A. index, 


Conditioning the Customers to Crowding 





If you can’t 
always get 
a lower... 


It's due to a Pullman car shortage that 
daily becomes more acute as America’s 
war effort swings into full stride .. . 
as more and more cars are required 
for long distance troop movements. 


Increased demands on the supply 
of Pullman cars allocated to civilian 
needs has resulted, at times, in a short- 
age of accommodations ...a situation 
not always appreciated by many of our 
patrons seeking last minute reserva- 
tions at peak periods. In peacetime, 
this condition would undoubtedly be 
relieved by the addition of necessary 
cars. But Pullman space these days is 
truly a war commodity, and frequently 
there are no extra cars available. 


We of the New Haven Railroad 
are sincerely exerting every effort to 
supply the type of accommodations to 
which you have been accustomed. But 
if you can’t always get a lower, we 
hope you will understand. 


May we suggest that you make 
your reservations and purchase your 
tickets in advance . . . and that for the 
benefit of those who may be on wait- 
ing lists, you release accommodations 
promptly whenever you change your 
plans? * 


THE NEW HAVEN «.r. 
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Why Mr. Tupper got an Upper! 


Orviousty Mr. Tupper, being a mar who likes to keep his 
chassis on the ground, didn’t take this upper by choice. 
Frankly it was the only space left when he called for a 
reservation. 


At the present moment, Mr. Tupper is scarcely in the 
frame of mind to remember that our responsibility to the 
armed forces—calling for instant and urgent cooperation— 
may limit accommodations upon occasions. 


Moreover we must handle both military and civilian travel 
with our present equipment, as priorities make it impossible 
to build new passenger cars at this time. 


The accommodation that Mr. Tupper would have pre- 
ferred might be moving soldiers hundreds of miles away. We 
think this is as it should be—that first things come first. And 
Mr. Tupper, a “right guy” at heart, doubtless would agree. 





You may have experienced no inc ience 
in obtaining acc d up to now. But should any 
occur, we believe that your understanding of the problem 
will brighten your acceptance of the solution. 





NEW YORK CENTRAL 


The Water Level Route...You Can Sleep 


Buy United States 
War Saving Bonds 
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based on the average 1938-1940 monthly 
tonnage, was ‘166.18 for March, as com- 
pared with February’s 143.76. 

Almost 85 per cent of all tonnage trans- 
ported in the month was reported by car- 
riers of general freight. The volume in 
this category increased 9.3 per cent over 
February, and held 13.8 per cent over 
March of last year. Transporters of pe- 
troleum products, accounting for a little 
more than nine per cent of the total ton- 
nage reported, showed an increase of 18 
per cent over February, and an increase 
of 78.1 per cent.over March, 1941. Move- 
ment of new automobiles and trucks con- 
stituted only 0.4 per cent of the total ton- 
nage reported. Tonnage in this class de- 
creased 51.5 per cent under February and 
83.4 per cent under March of last year. 
Haulers of iron and steel products report- 
ed almost 2%4 per cent of the total ton- 
nage. The volume of these commodities 
showed an increase of one per cent over 
February, but declined 41.9 per cent under 
March, 1941. A little more than three. per 
cent of the total tonnage reported was mis- 
cellaneous commodities, including tobacco; 
milk, textile products, bricks, building ma- 
terials, cement and household goods. Ton- 
nage in this class increased 7.8 per cent 
over February, but dropped 4.5 per cent 
under March of last year. 


Army Finds Roads 
Doing ‘‘Very Well’’ 


(Continued from page 868) 

be delayed or stored until ships of foreign 
countries have reached American ports. 
Storage yards, warehouses, and ground 
storage areas, will be set aside at these 
holding stations where carloads of sup- 
plies may be unloaded if necessary. These 
arrangements will prevent a shortage of 
cars as well as too large an accumulation 
of supplies in the storage facilities at the 
ports themselves.” 

General Somervell was asked if there was 
yet any accumulation of unloaded railroad 
cars at the ports. He replied that there had 
been “no general situation” of that kind, 
adding that “incipient situations” at two 
ports (New York and Philadelphia) had 
been promptly cleared up. “So far as 
army shipments are concerned,” he con- 
tinued, “there never has been a carload 
that wasn’t promptly taken care of. Con- 
gestion at the ports is what we all have 
a horror of. It’s what happened in the last 
war, and we hope we are going to be in- 
telligent enough to avoid it this time.” 

After announcing the establishment of the 
Port-Agencies set-up the War Department 
statement went on to tell how the Army 


has always worked “in close cooperation © 


with American railroads and_ shipping 
companies.” As was the case in World War 
I, the Army is now “meeting the problem 
of enlarging its staff in the’ shortest pos- 
sible time by drawing upon the best skills 
of top railroad and shipping executives for 
duty in the Transportation Service.” 
Among the “outstanding men in these 
fields,’ who have been brought into the 
service, the statement listed the following 
railroads: Lieutenant Colonel A. F, Mc- 
Intyre, superintendent of passenger trans- 
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Major M. J. 
Reynolds, assistant to vice-president in 
charge of operations, Baltimore & Ohio; 
Gustave Metzman, assistant vice-president, 


portation, Pennsylvania; 


New York Central. Listed also was W. 
J. Williamson, general traffic manager of 
Sears, Roebuck & Company, who heads the 
recently-organized Traffic Control office, 
as noted in the Railway Age of April 4, 
page 709. 


Truckers Get Some 
Orders from ODT 
(Continued from page 866) 


of the armed forces. Another exemption 
provision is that applying to any truck en- 
gaged in a movement authorized by special 
or general permit from ODT. 

While undertaking to insure capacity 
loading, the orders at the same time seek 
to conserve tires and equipment through the 
establishment of ceilings on overloading and 
the elimination of hauling by circuitous 
routes. In the former connection, the 
trucks will be allowed to load only to the 
extent of 120 per cent of the rated tire 
capacity, as determined by a scale set up 
by ODT in an appendix to the orders. The 
capacity of a truck for the purpose of de- 
termining its load ceiling is to be based on 
the rated capacity of its tires, less the 
weight of the truck itself. A “circuitous 
route” is defined as any route which ex- 
ceeds the most direct highway route by 
10 per cent. 

The order applying to common-carrier 
trucks provides that no such vehicle shall 
be allowed to return to the point of origin 
empty or loaded only to a fraction of ca- 
pacity unless there are no goods in the pos- 
session of any other common carrier await- 
ing transportation in the direction in which 
the truck would be traveling on its return 
trip. The order would not, however, pre- 
vent a truck traveling empty “from: point 
of final discharge of lading to a nearby 
point, where traffic is available for load- 
ing, if such traffic cannot be transported by 
any carrier under any conditions” set forth 
in the order. 

An ODT statement accompanying the 
orders asserted that the action was neces- 
sary, lest the time arrive when the “move- 
ment of essential military traffic and food- 
stuffs may be impeded.” It was pointed 
out that in 1941 there were approximately 
700,000 new trucks put into service in the 
United States, while only about 150,000 
new trucks will be available during this 
year and next. In normal times, approxi- 
mately 420,000 trucks are retired from serv- 
ice each year. 

Under General Order 6, which applies 
to local delivery services, all special deliv- 
eries, “call backs” and more than one daily 
delivery to any person will be banned after 
May 15; and after June 1, the local truck- 


_ers will be required to reduce their total 
mileage by at least 25 per cent each month 


as compared with the corresponding month 
of 1941. In computing such reduction, the 
mileage saved by cutting down on deliveries 
and eliminating special deliveries and call 
backs may not be included. 

Exempt from the special-delivery ban 
will be deliveries to hospitals and the 
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armed forces of the United States, and 
emergency deliveries “necessary to protect 
the public health, life and safety.” Vehicles 
specifically exempted from provisions of the 
order include those performing pick-up and 
delivery service for line-haul motor, rail, 
express, air, or water carriers, or for 
freight forwarders; vehicles operated ex- 
clusively for the construction and mainten- 
ance of telegraph, telephone, radio, electric 
light and power, gas, water supply, sewage 
disposal, garbage disposal, and sanitation 
services; vehicles owned or operated by 
the armed forces of the United States or 
of any state; and farm vehicles when 
transporting produce or farm supplies to 
market or farm. The dividing line between 
C. and D. and over-the-road is placed 
at 15 miles, those vehicles working within 
that radius being considered in the pick-up 
category and those going farther in the 
line-haul. 


Vaughan Addresses Union Meeting 


The twelfth annual union-management 
“co-operative” meeting of the Canadian 
Nation’s maintenance of way department 
was held last week, President R. C. 
Vaughan of the C. N, R. being the princi- 
pal speaker. 

“If there ever was a time when co- 
operation was needed between employer and 
employee it is now,” said Mr. Vaughan. 
“T am grateful for the splendid work you 
have done under sometimes very trying 
conditions, especially since the outbreak 
of war in September, 1939. 

“Most of you have seen our annual re- 
port for the year ending December 31, 
1941. In case you have not received one, 
a copy is available in this room for each 
of you. The report was relatively good. 
In fact, 1941, from the viewpoint of net 
earnings, was the best we have ever had, 
Last year we moved the greatest tonnage 
of freight in our history—exceeding by 
about 20 per cent the volume handled in 
the last peak year of 1928. We moved that 
freight with considerably less expense than 
in 1928, which is a tribute to the good 
work done by our men. But for your co- 
operation, we could not have accomplished 
those results. 

“These heavy earnings are only of a 
temporary kind and are brought about by 
the movement of war traffic. Our expenses 
are increasing very rapidly. The war 
(wage) bonus on the present scale will 
cost us about $20,000,000 in 1942 and in 
many other ways our costs are advancing. 

“The Canadian National is engaged in 
many forms of war work. We have car- 
ried, since the beginning of the war, hun- 
dreds of thousands of men of the various 
fighting services. We have moved war 
materials in vast quantities to the seaboard 
for shipment to the various theatres of war. 
We have provided hundreds of miles of 
sidings for war industries, airports, etc. 

“We are building guns and other imple- 
ments of war in our own shops. We have 
completed a number of minesweepers in 


“our shipbuilding plant, and we are now 


building large cargo boats there. We have 
about 1,200 men employed in building these 
vessels and we hope, when housing is 
available, to employ nearly as many more 
in this work. Scores of our officers have 
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been loaned to the government to fill im- 
portant positions at Ottawa. We are mov- 
ing nearly a trainload a day of bauxite, 
used in the manufacture of aluminum. 
“This heavy traffic means that our track 


ing. 
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in many places is getting a terrific pound- 
In fact, nearly all our facilities are 
being used to near capacity. Our first con- 
sideration must of course be safety—that 
is, safety to our passengers and safety to 
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our employees, We are having the great- 
est difficulty obtaining materials for neces- 
sary renewals, such as rails and fastenings, 
b. & b. timbers, ties, etc. Several of our 
(News continued on page 880) 








: The Ricliencn and Ohio Railroad Co. 


SUMMARY OF ANNUAL REPORT FOR THE YEAR 1941 


The annual report of the President and Directors of the opera- 
tions of the Company for the year 1941 is being mailed to its 
shareholders. The report shows that the gross earnings for 
the year were the largest for any year since 1929. 


Results of Operations 


The audited income account of the Company in comparison with 


1940 is summarized as follows: 


1941 Increase 
Over 1949 


$48,327,556.93 
28,317,618.54 


1941 
$227,503,021.56 
160,918,417.51 


1940 
$179,175,464.63 
132,600,798.97 


Railway Operating 
Revenues 

Railway Operating 
Expenses 





Net Railway Operating 
_. Revenue 
Railway Tax Accruals.. 


$ 66,584,604.05 
15,780,105.71 


$ 46,574,665.66 


$20,009 ,938.39 
11,645,694.99 


4,134,410.72 





Railway Operating In- 
come 

Equipment and joint fa- 
cility rents — Net 
Debit 


$ 50,804,498.34 $ 34,928,970.67 $15,875,527.67 


4,507,373.81 4,310,439.38 196,934.43 





Net Railway Operating 
Income $ 46,297,124.53 


8,306,748.01 


$ 54,603,872.54 
2,004,180.92 


$ 30,618,531.29 
8,244,714.20 


$ 38,863,245.49 
1,688,203.37 


$15,678,593.24 
62,033.81 


$15,740,627.05 
315,977.55 





Total Income 
Miscellaneous Deductions 





Income Available for In- 
terest and Other 
Charges 

Fixed Interest and Other 
Fixed Charges .... 


$ 52,599,691.62 
20,141,033.67 


$ 37,175,042.12 
20,265,210.33 


$15,424,649.50 
124,176.66 





Income Available for 
Other Purposes .... 

Contingent Interest 
Charges 


$ 32,458,657.95 
11,366,775.00 
$ 21,091,882.95 


$ 16,909,831.79 
11,360,335.00 


$15,548,826.16 
6,440.00 





Net Audited Income... $ 5,549,496.79 $15,542,386.16 


_ In this statement there are included as deductions before 
arriving at net audited income, the full amount of fixed and con- 
tingent interest on the total interest bearing indebtedness of the 
Company accruing within the periods shown. 


Available Income and Application Under Modification Plan 


The statement shows that for the year 1941 there was $52,- 
599,691.62 of audited income available for the payment of interest 
and other charges. Under the Plan for Modification of Interest 
Charges and Maturities of August 15, 1938, as incorporated in 
the supplemental indentures of January 1, 1940 to the affected 
obligations, an adjustment is made in this amount for cash trans- 
actions pertaining to the income of former years. This increased 
the amount of income available for the payment of interest and 
other charges to $52,644,114.86. From this is first deducted $1,- 
057,688.32 for rent for leased roads and equipment and $19,083,- 
345.35 for interest remaining fixed under the Plan, or a total of 
$20,141,033.67, leaving remaining available net income of $32,- 
503,081.19. From this available net income the Board of Di- 
rectors in the exercise of their delegated discretion appropriated 
$5,690,337.39 for capital fund to be applied to or to reimburse 
the Company’s treasury for capital expenditures. They further 
appropriated $22,073,407.69 providing for the payment of all 
accumulated and unpaid contingent interest accrued to December 
31, 1941. From the then remaining available net income, 75%, 
or $3,554,502.08, was appropriated for sinking fund, leaving avail- 
able balance of $1,184,834.03 for other corporate purposes. (The 
Plan provides that from 1939 to 1943, 75%, and thereafter 50%, 
of the Available Net Income remaining after the payment of 
all contingent interest charges, is to be set aside in the Sinking 
Fund until $100,000,000 par value of secured obligations of the 
Company is retired.) 


The payment of contingent interest authorized by the Board 
of Directors will be made against the surrender of contingent 
interest coupons of May 1, 1942, appurtenant to all bond issues 
affected by the Plan, and the supplemental indentures relating 
thereto and to facilitate collection the coupons of May 1, 1942, 
may be presented for payment on or after April 10, 1942. 
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There was a net increase of $3,788,010.17 in outstanding in- 
terest bearing obligations incurred during the year, due principally 
to the issue of equipment trust obligations. 
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The total expenditures during the year for additions and better- 
ments to road property aggregated $3,773,277.77. 

During the year four’new and additional Diesel passenger loco- 
motives were acquired and placed in service, and to provide 
adequately for the transportation of material so vital to National 
Defense, 4,763 new and additional freight cars were acquired, con- 
sisting of 1,563 steel box cars, 2,050 steel gondolas and 1,150 
steel hopper cars. 

The Company also acquired and placed in service four pas- 
senger-train cars, eight barges and scows, twenty-five units of 
automotive equipment and fcur units of work equipment. The 
Company built in its own shops fifty new caboose cars and rebuilt 
and modernized five locomotives, two passenger-train cars, thirty- 
six freight-train cars, one unit of floating equipment and one 
unit of work equipment. The total cost of the equipment acquired, 
together with additions and betterments to existing equipment, 
aggregated $17,080,698.55. During the same period there were 
retired for obsolescence and other causes, eleven steam loco- 
motives, three passenger-train cars, 205 freight-train cars, and 
thirty-six units of miscellaneous equipment, having a total book 
value of $1,065,351.44 which deducted from the total cost of 
equipment installed during the year makes a net increase in 


capital account of equipment of $16,015,347.11. 


In addition to the cars delivered and placed in service during 
the year, 687 additional cars were under contract and have since 
been delivered. The Company has authorized the acquisition of 
the following new and additional equipment for 1942 delivery, 
viz.: two multiple-unit Diesel passenger locomotives, six multiple- 
unit Diesel freight locomotives, 1,000 steel box cars and 1,000 
steel hopper cars at an aggregate cost of approximately $9,500,000. 

x kK Ok Ok OK 

Based on 1941 volume of traffic, it is estimated that on an 
annual basis the increases in rates, fares and charges authorized 
by the Interstate Commerce Commission, will produce $10,500,- 
000 additional revenues, as compared with the increase recom- 
mended by the Mediation Board appointed by the President of 
the United States, of $14,250,000 in wages and taxes incidental 
thereto, and nothing for increases in cost of materials and sup- 
plies and other taxes. 

kk kK Ok OK Ok 

Railway tax accruals in 1941 aggregated $15,780,105.71, to 
which should be added miscellaneous tax accruals of $433,577.45, 
making total taxes for the year $16,213,683.16, an increase over 
1940 of $4,432,316.98, or 37.62%. Of railway tax accruals, $6,- 
471,098 was levied by States and local taxing agencies, and the 
remainder, or $9,309,008, was taxes due the United States, of 
which $6,194,708 were pay-roll taxes for unemployment insur- 
ance and retirement, and $2,808,192 income taxes, the remainder 
being of miscellaneous character. Railway tax accruals in 1941 
absorbed approximately seven cents of each dollar of total operat- 
ing revenues and approximately twenty-four cents of every dollar 
of net operating revenue against which these taxes are a first 
charge. 


R. B. WHITE, President. 


[Advertisement] 
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3 UNION PACIFIC RAILROAD COMPANY 


Forty-Fitth Annual Report— Year Ended December 31, 1941 


To THE STOCKHOLDERS OF Union Paciric Ramroap CoMPANY: 


The Board of Directors submits the following report for the 
year ended December 31, 1941, of the operations and affairs of 
the Union Pacific Railroad Company, including lines leased from 
Oregon Short Line Railroad Company, Oregon-Washington Rail- 
road & Navigation Company, Los Angeles & Salt Lake Railroad 
Company and The St. Joseph and Grand Island Railway Com- 
pany. The lessor companies have certain income and charges, 
and the figures in the Income Account, other than those relating 
to transportation operations, and in the Profit and Loss Account 


Income 


The operated mileage at close of year and income for the year 


1941, compared with 1940, were as follows: 


and General Balance Sheet and tabulations and tables relating 
thereto are stated on a consolidated basis, excluding offsetting 
accounts between the companies except as otherwise noted. 




































































1941 1940 Increase Decrease 
Operated Mileage at Close of Year 
IM ikea HOR DBOAG ES ek ocak al cae Merce e PalmiaiGis Bork Die'e eibie wke on BA dale ba eaewe 9,870.77 CRANE. ~ a Ra gateees 21.38 
Miles. at aiemional tide ChAeke es So occ, beh ea ohne ace o~ weiawcasawcdues 1,537.92 1,537.92 
Miles “Git vamer Claus) Sis SEE 5s Sey Saari base ol ow hw aw Ok wae bike 4,310.03 4,300.84 9.19 
TBC TRUCOS CHOU ROE 8 arn Ue ag ton rane ta iw es kha oe bb Vac beuceues 15,718.72 SOT. .o 3 oti eeeeue 12.19 
‘ Transportation Operations a 
Cette WEY NOR aie oor a als ok Soar ree me Sees Fnee CM enaWoe bute $218,091,994.24 $168,164,257.99 $49,927,736.25 
Ge) DEN WEIR CRUOUBER: 550555 Sara Sorc <b Lar re eRe edie Ee one wd Talmed eWdid Me cee ciee 159,997,894.58 120,949,111.46 39,048,783.12 
REGMIEION -OUURSS CRUCUSERS @5 25:5 whos ays oo eee wate o's Bieler wie hE wa ln kee dla $58,094,099.66 $47,215,146.53 $10,878,953.13 
WERE y tina rar eae wins + ae alele oes oo MORN ROO DE SHA ore Mo ceelee Sweets 17,784,641,71 14,693,388.53 3,091,253.18 
Teeerehtr > CON atmEe BRCOME 505 o)5 oc'e's-s 6k i tcine Sota Sede a iowscwtare $40,309,457.95 $32,521,758.00 $7,787,699.95 : 
Rents from use of joint tracks, yards, and terminal facilities ............ 1,559,762.67 Paes, . 2 oo OC eae $146,744.41 
$41,869,220.62 $34,228,265.08 $7,640,955.54 
Hire of equipment—debit balance ..... ...... cesece ceecee br kc matt $9,048,383.48 $8,770,354.87 $278,028.61 
Rents for use of joint tracks, yards, and terminal facilities ............... 2,285,463.65 2,098,950.14 186,513.51 
$11,333,847.13 $10,869,305.01 $464,542.12 
Net Income from Transportation Operations .................ceeecceeces $30,535,373.49 $23,358,960.07 . $7,176,413.42 


Income from Investments and Sources other than 
Transportation Operations 




















Income from oil operations in Southern California—net ................. $4,542,499.41 $3,375,188.42 $1,167,310.99 
DividenGs X00 -StOCKs -OWSERe 2520 wc bocied Wen eae re Fc eke bo otieleteowken ee 4,547,965.00 CAREER no waded $246,220.00 
Interest on bonds, notes, and equipment trust certificates owned ........ 2,179,417.28 2,809,941.08 eseeee © 630,523.80 
Income from unfunded securities and accounts ...............eceeeeeeee 184,450.15 7130,429.90 54,020.25 
Renta trois lease OF rose anid CQUipMres occ os o!o sco vice Co Sk oeitle wacieiele ooiek 232,838.28 186,039.73 46,798.55 
Wide anmetre: TEES! Ag a 5G choice yc oe Shea oN lis Chg Feo ine own stole oa 348,753.36 335,249.32 13,504.04 
MEISCUIEAN COATS SO SHIGOTNG™ © cccoties a e'alg'c re vd bee as Sod a Be wed on Bk Oats ON aia’ 751,178.23 396,226.55 354,951.68 
PROM a. obra tier or afabeene: 4 Cate Mary OO ae CWE CTT ohare Sales Sse ee eoth $12,787,101.71 7$12,027,260.00 $759,841.71 


Fixed and Other Charges 














$43 ,322,475.20 


+$35,386,220.07 


$7,936,255.13 
























































Tntepes’-sone faded: dente oso oe ac val oy Uae ln ci salons Seiten anaes $13,619,757.81 $14,667,353.97 weeees $1,047,596.16 
Entegemt- eins wmtetnenee” CERNE. iii was tac Sve be wate Dake Wl aed x ee Re deka welee 313,833.21 $221,559.37 $92,273.84 
MIRC GU AMR, SOEs ol ei aa cos Re SS Reh OU Oe 13,467.34 S2GG4.05  _  .« "| Yeeeaee 39,166.99 
Misewmaneaue Chaeges >, 5.06 5s) oie oaks Hae S ae CON ae See oe eevee 517,997.33 GSR 792-3 i alee nae 480,794.98 
PEMD INES sl atcansel y G5 x1e Crate toi 8 or tO GCS © CIN DCL STN diac Oia en a ulti $14,465,055.69 1$15,940,339.98 . = eeeeee $1,475,284.29 
Net: Suuome trons All SOUceeae oe oii ibi cele tin. we Pee B as Skis we ebie ema $28,857,419.51 $19,445,880.09 $9,411,539.42 
: DISPOSITION OF NET INCOME. 
) Dividends on Stock of Union Pacific Railroad Co.: 
Preferred stock: 
| 2 ae eek ek Mi BEN i ik he ee is $1,990,862,00 
2 mee cent: pat Octanet: I, 19648 - os. Sak ss css oie oa Gicknee 1,990,862.00 $3,981,724.00 $3,981,724.00 
Common stock: 
Tee Mee Cont paid: Apribet, TIGL se aiccelweswccedmees eos $3,334,365.00 
hig. Wer CoML DMIG TIT E. SSOE 65.0 Sclewecus cop wed waewe 3,334,365.00 
1%. per cent ‘paid October 1, 1940 ooo. lic ie eta tee 3,334,365.00 
1% per cent payable January 2, 1942 .........cecccees 3,334,365.00 13,337,460.00 13,337,460.00 
TAME? EP PUI OM 3 sa:055 Gace creek oe ake Rake oo wold geen ue Deaememaacs $17,319,184.00 $17,319,184.00 
Sutphigs Pransterted: to Prot and BOOe. «iso ne ee 0ns ob Sack wee ete cwreiee vlc $11,538,235.51 $2,126,696.09 $9,411,539.42 


* No liability for excess-profits tax is indicated for either year. 


+ Restated; last year income from unfunded securities and accounts and interest on unfunded debt were reported on a net basis as “Interest on 


loans and open accounts-balance.”’ 








Expenditures Chargeable to Investment in Road and Equipment Property 














Extenminne canid DVanenen sca. )ooieiec ccice ee dai orhn wees $2,835.92 Credits to investment in Road and Equipment Property: 
Additions and Betterments (excluding equipment) ...... 5,879,148.81 Cost of property retired and not replaced ............. $2,116,084.90 
Equipe 25 Soc ons be eae eee He 18,912,799.45 Cont of Gatinmlenh SOUNOE ca sow ccc cee ctwtcecanseccs 1,021,509.48 
Walsh CAO a ut Sse 3 dc enig halen Wh adda ate aeens eos $3,137,594.38 
Net increase in investment in “Road and Equipment Prop- 
EGURE SERIOMO RET OS © 0 woh iiaiss eae oye wee sam ey Ma acstets $24,794,784.18 CEE wn coerce Se aty Mae wae el ceee Lan Caen ame cates $21,657,189.80 
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Operating Results for Year 1941 Compared with Year 1940 


Average miles of road operated 
OPERATING REVENUES 


y— 


. Freight 

. Passenger 

. Mail 

. Express 

. Other passenger-train 
. Switching 

. Other 


co NAM S WK 


Total operating revenues 


j OPERATING EXPENSES 
9. Maintenance of way and structures 
10. Maintenance of equipment 


: Total maintenance 
. Traffic 
. Transportation—rail line 
. Miscellaneous operations 
. General 


Total operating expenses 


7. Revenues over expenses 


18. State and county 

19. Federal unemployment insurance 
20. Federal retirement . 

21. Federal income 

22. Federal capital stock 

23. Other federal 


24. Total taxes 


1941 
9,878.40 
$180,272,441.59 
21,554,470.79 
6,242,147.18 
2,516,164.16 
2,772,333.45 
2,076,420.96 
2,658,016.11 


1940 
9,901.03 
$136,464,742.10 
17,472,731.34 
5:610,065.14 
2,108,051.34 
2:434,548.23 
1,815,185.18 
2258,934.66 


Increase 


$43,807,699.49 
739.45 


632,082.04 
408,112.82 
337,785.22 
261,235.78 
399,081.45 


May 2, 1942 


(2) 
o 
al 
oe 


Decrease 


te 


tt et et DD CD 
NI R GO RW DOD 


: 


NROaWRH 





$168,164,257.99 


$49,927,736.25 


do 
v=) 
NI 





$218,091,994.24 


I 





$26,981,583.33 
45,803,175.36 


$17,671,260.28 
32,718,370.99 


$9,310,323.05 
13,084,804.37 


Au 
oN 
ON 


| 





$72,784,758.69 
5,246,944.91 
71,621,704.87 
4,459,483.23 
5,885,002.88 


Men eA 


56,868,021.44 
3,483,992.72 
5,378,465.46 


$22,395,127.42 
417,944.34 
14,753,683.43 
975,490.51 
506,537.42 


Now fA 
sO 90 cn G0 
ROUNA 


| 





$159,997,894.58 


$120,949,111.46 


$39,048,783.12 


we 
ried 
w 








$58,094,099.66 


$47,215,146.53 


$10,878,953.13 


bo 
w 
o 





$9,571,952.45 


$9,530,860.00 


$41,092.45 


2°882,970.13 
2,883,538.57 
2,039,241.51 
378,891.50 
28,047.55 


2,166,191.03 
2,172,152.56 
513,201.86 
298,618.90 
12,364.18 


716,779.10 
711,386.01 
1,526,039.65 
80,272.60 
15,683.37 


G00 fp G0 ip 


| 





$17,784,641.71 


$14,693,388.53 


to 
o 


$3,091,253.18 


| 











General Balance Sheet —Assets 


Investments : 
Roap AND EQuIPMENT 


Less: 
Receipts from improvement and equipment fund 
Appropriations from income and surplus prior to July 1, 
credited to this account 


1907, 


701. Road and equipment property 


704. DEPOSITS IN LIEU OF MORTGAGED PROPERTY SOLD 
705. MISCELLANEOUS PHYSICAL PROPERTY 


. Investments in affiliated companies: 
Stocks 
Bonds, notes, and equipment trust certificates 
Advances 


. Investments in other companies: 
tocks . . 
Bonds, notes, and equipment trust certificates 


703. SINKING FUNDS 
Total Investments 


Current Assets: 
708. Casu 
709. TEMPORARY CASH INVESTMENTS 
711. SPECIAL DEPOSITS 
712. LOANS AND BILLS RECEIVABLE 
713. TRAFFIC AND CAR-SERVICE BALANCES—NET 
714. NET BALANCE RECEIVABLE FROM AGENTS AND CONDUCTORS 
715. MISCELLANEOUS ACCOUNTS RECEIVABLE 
716. MATERIAL AND SUPPLIES 
717. INTEREST AND DIVIDENDS RECEIVABLE 
718. RENTS RECEIVABLE 
719. OTHER CURRENT ASSETS: 
Baltimore and Ohio Railroad Co. capital stock applicable to payment 
of extra dividend of 1914 
Miscellaneous items 


Total Current Assets 
Deferred Assets: 
720. WorKING FUND ADVANCES 
722. OTHER DEFERRED ASSETS 
Total Deferred Assets 
Unadiusted Debits: 
723. RENTS AND INSURANCE: PREMIUMS PAID IN ADVANCE 
725. DisCoUNT ON FUNDED DEBT 
727. OTHER UNADJUSTED DEBITS 
Total Unadjusted Debits 


Grand Total 


« Restated. 


December 31, 


1941 
$999,797,915.85 


December 31, 


1940 
$978,140,726.05 


Increase Decrease 


$21,657,189.80 





$23,823,091.13 
13,310,236.52 


$23,823,091.13 
13,310,236.52 





$37 133,327.65 


$37,133,327.65 








$962,664,588.20 


$941,007,398.40 


$21,657,189.80 








$14,354,350.47 
24,743,053.22 


$36,300.00 
12,923,343.19 


$14,318,050.47 
11,819,710.03 





$39,097 ,403.69 


$12,959,643.19 


$26,137,760.50 








$19,424,941.91 
6,367,178.12 
10,970,351.70 


$20,367,948.91 
7,630,078.84 
19,834,361.04 


$943,007.00 
1,262,900.72 
8,864,009.34 





$36,762,471.73 


$47,832,388.79 


$11,069,917.06 








$63,380,981.35 
42,701,494.47 


$75,589,580.01 
48,429,987.41 


$12,208,598.66 
5,728,492.94 





$106,082,475.82 


$124,019,567.42 


$17,937,091.60 








$875.00 


$700.00 


$175.00 








$1.144,607,814.44 


$1,125,819,697.80 


$18,788,116.64 








$36,854,166.07 
6.000,000.00 
897,381.68 
62,399.45 
4,668,622.64 
3,619,318.37 
7,771,494.19 
33,648,741.62 
916,886.06 
152,159.29 


111,531.10 
111.37 


$40,461,012.17 


2,257,439.91 
12,992.25 
93,777,798.50 
1,355,787.60 
4,168,353.64 
24,076,646.12 
703,593.51 
153,877.29 


111,715.10 
482.26 


$3,606,846.10 


1,360,058.23 
49,407.20 
890,824.14 
2,263,530.77 
3,603,140.55 
9,572,095.50 
213,292.55 

1,718.00 


184.00 
370.89 





$94,702,811.84 


°$77,079,698.35 








$121,090.49 
5,811,931.35 


$185,656.05 
6,433,382.73 


$64,565.56 
621,451.38 





$5,933,021.84 


$6,619,038.78 


$686,016.94 








$57,642.92 
604,828.40 
4,760,149.68 


$10,223.56 
636,522.44 
2,185,900.79 


$31,694.04 
2,574,248.89 





$5,422,621.00 


$2,832,646.79 


\ $2,589,974.21 








$1,250,666,269.12 °$1,212,351,081.72 


$38,315,187.40 
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Operating Results for Year 1941 Compared with Year 1940— Continued 
25. MRWIR OI ODORMEMINE INCOME 25665 o oc c'o)s oi si0 sbi sia pie'ote co 00a bine yinid Wels crueiema'ee $40,309,457.95 $32,521,758.00 S77 ie ee ean 23.9 
26. RAETIOTIE LOTS SCOCUUED <i 8s oo 6.84.9 5 B.a o cigh Duce o's 0 dee Citte la Viele w Haale ap bee 9,048,383.48 8,770,354.87 ata eae 3.2 
OT  [Iaae AOGINEY TEMAS, COBUIE) So oes vaoce rs tes eis nce cere gv mes oe SFC ekg ES oe 725,700.98 392,443.06 Soca 25 Fe eee 84.9 
28. INGE SMIEWAe OUCTRLIEE INCOMEES 21.28. orn 2 <4 ro tise yb ne hwadietea es biele We $30,535,373.49 $23,358,960.07 MS YY eR ea gerne 30.7 
Per cent—Operating expenses of operating revenues ......-..:..-+2+eeeeee 73.36 71.92 i Dee Pa eee 2.0 
FREIGHT TRAFFIC 
(Commercial Freight only) 
Toss Ge tGGenue. Lreignt CALTION \o.ue ys cir. «cp Saad wee ees doe ctals oe tines aaen 33,824,223 27,289,316 GPR a eee. oe 23.9 
Wadia, seein MEMOIR i. 5 5 obo Ge fos os 9 Se 08d oon 04 GRE a uA meee 18,738,920,553  14,060,393,343 4,678,527,210 ...... 33.3 
Average distance hauled per ton (miles) .....-ccccecccccesccccccocccecces 554.01 515.23 PREG SCA eeates a3 
Average revenue per tom-mile COONS) <6 oe sie in cic ce iceic ccleweeccpebeceseseces -962 A: i Ry .009 A 
Average revenue per: freight-traim mile... cece cece ceccceecdoncews $5.89 $5.73 | Secale et 2.8 
PASSENGER TRAFFIC : 
(Excludes Motor Train, other than Streamlined Train) 
REVOMUE® DASSENMETE: CAELIOR <6 cs cel b-o o's na eile abe wakes Wektes telncine cc eksie 2,109,885 1,702,678 9 Es a ee 23.9 
Revenue passengers carried one mile .............e ee eeeeeee cece eeeeneee 1,283,992,931 1,021,396,602 Mase eo a 25.7 
Average distance hauled per passenger (miles) .......000c eee e cee ee ee eeees 608.5 599.88 Me ee Oe 1.4 
Average passengers per passenger-train mile............. 202 cece eee ences 87.52 76.64 SURE O52 Re wae ae 14.2 
Average revenue per passenger-mile (cents) ........sesceceeee cece ce eeeees 1.670 See Sa .030 1.8 
Average revenue per passenger-train mile, passengers only .......-.....--. $1.46 $1.30 NC pie et ae 12.3 
Average total revenue per passenger-train mile ..........-0.-eeeeeeee eee $2.01 $1.88 mee ae A eh igee 6.9 
¥ No liability for excess-profits tax is indicated for either year. 
— _ e 
General Balance Sheet— Liabilities 
December 31, December 31, 
1941 1940 Increase Decrease 
751. Capital Stock : : 
MAME MEIN a go as 5. Eh SLR aL CAE Eke ag ola via elnad taba oe ele Miele $222,302,500.00 $222,302,500.00 
I oi aS a's ca Lc awe Op Saadeh on hee wetaeDiees 99,591,580.79 eee eee $1,900.00 
SECC IARI ROO 56a ra nia TCG kA ee ain bee aed re kde en dielea'e $321,894,080.79 Sah. Os Veeder $1,900.00 
PPE Renamed ONE OBEN oe cae o5 ow ws Sec ra/ cael Cre a keane Shaharbore SakG ocgend ne Leste LHe Oral 371,643,180.00 346,750,775.00 $24,892,405.00 
UM rsa Pek BORO E eos A RRR BYE Cte EERE te Nea POs me ee $693,537,260.79 $668,646,755.79 $24,890,505.00 
7545 Gemee ist ae Oe COMOREMGt Soni ocr iceccas ete ticles dcnetadee tenes $9,243,217.26 $8,726,446.06 $516,771.20 
757. Nonnegotiable Debt to Affiliated Companies ....................0005 $7,854,478.28 SRT aAAG Oe See $921,395.20 
Current Liabilities: 
760. -AUDITED ACCOUNTS AND WAGES PAYAUEE . 06850 ie cecceccceoce cecsiacs $14,700,899.62 $9,427,982.27 $5,272,917.35 
761, PRISCELELANEOUS ACCOUNTS PAYABLE. 600.60 60s cocceasocssdeeveletceesa 785,193.73 >412,142.11 373,051.62 
762. INTEREST MATURED UNPAID: 
Coupons matured, but not presented ..................- fige de tine ae a 569,373.01 281,125.51 288,247.50 
Coupons and interest on registered bonds, due first proximo ........ 4,088,396.10 4,003,652.50 84,743.60 
763. DivIDENDS MATURED UNPAID: 
Pivinenas Cue Hue WHeMed IOS" sic ode veecsccveccredeeeoscesacnces 187,360.18 149,292.38 38,067.80 
Extra dividend on common stock declared January 8, 1914, payable to 
stockholders of record March 2, 1914, unpaid ................000: 120,362.07 wares ee Oe eae $620.63 
Dividend on common stock payable second proximo ...........--... 3,334,365.00 3,334,365.00 
Z2G4. UMAR DSED: INTEREST ACORUED 660i. 4 coo decleicee tiasiees ce sence acess 693,055.00 644,930.83 48,124.17 
206; UMP APOUREID MEN TG ACERUEDT c'5 0 5.0cs0 o oobid casas Lacie me cee wetaae tive ewe 276,388.88 Se PO 3.07 
AOD. Tee mera TAME PERDREL Sc oi close ial era! wie eedieds ode eleds Ph @ddlwae he Me ekuen ge 9,472,679.45 67,129,354.83 2,343,324.62 
ZGG; ChMeEmy (CHUDEICT EEABOENUING - 6) o.a.5. 65.00 ove ccd pv cn Ga Role Cates waves eens 953,656.56 OR AGVAONGS ee ee ene 1,407 ,753.07 


TROLL @ UELORe? Digits 6 cok rie Ca ble ng ce emee ie ecee oes Misiees 


Deferred Liabilities: 
270. JO BHU UURORED ELADIELTIES |. ocala ccs bois vce wince dinas Gilg ater potratecwe’d 


Unadjusted Credits: 
Pio UREA OM PUM DMD DRUG} 5. cise as. nthe ch vores we ad eisie uence we euaeeawe 
773. INSURANCE RESERVE (Reserve for fire insurance) ..........eeeeeeeees 
TEBGE AVES BOM DEUMECIARION © c!ar0: 5 o. orcs ois e tid oo-0. 06 aia sce aisiehelee bes becerhake 
778. OTHER UNADJUSTED CREDITS: 
Re Cemu PCR ORE  SERUEOD rn clos. & aig. ok Gein woos Riker eS a eee Me elces Ceeeen t 
AVE RO NETINGOIR SUCRE bis Graces ap) haiclaeior a @ waleke oS emma nen Hew elisicee'e aald 


MOtaly UlAGEGRtel ls) CLOGMES™ 6 5.2 ec. i sleware ne Ooew orld Gee Rene sicewecete 
CUME WI MURNRNOR sic oon Ue Said o Wile caw ares Bebe onbe ora Heeoh sivrelsiowe 


Surplus: 
APPROPRIATED FOR ADDITIONS AND BETTERMENTS ..........0+eeeceeeees 
RESERVED FOR DEPRECIATION OF SECURITIES. ......0eeceeceeeeeceeeeces 
FUNDED DEBT RETIRED THROUGH INCOME AND SURPLUS ...........+.--- 
SINKING FUND RESERVES .......-eeecees Pod ale nerd tele el cles enh a aves Gana 


EQUAL FADO UETACCE 1 SUEPIUIS © 6.6 aoecaik kiero ciekecin s d's nsoide hated weeds 
784, Profit and Loss—Credit. Balance... 2.5 is. . oo cise aces na vcecencauecee es 
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As this consolidated balance sheet excludes all intercompany items, securities 
of the Los Angeles & Salt Lake Railroad Company and The St. Joseph 
and Grand Island Railway Company owned by other System companies are 
not included. The difference between the par and face value of such securi- 
ties as carried on the books of the issuing companies (less unextinguished 
discount on the bonds and discount charged to Profit and Loss but added 
back in consolidating the accounts) and the aniounts at which the securities 
are carried on the books of the owning companies is set up here to balance 
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* Represents 14 shares of First Preferred Stock and 5 shares of Second Preferred Stock of The St. J. & G. I. Ry. 


Railroad Company. 


> Restated to conform with change in Interstate Commerce Commission classification under which traffic and car service 

‘ respectively, are now stated on a net basis; 
classified as a “Deferred Liability,” is now classified as a “Current Liability,” and liability for taxes collected from employ 
in “Miscellaneous Accounts Payable’ and “Other Current Liabilities,” is now included in “Accrued Tax Liability.” 


formerly stated separately under “Current Assets” and “Current Liabilities,” 
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34,972,570.88 34,972,570.88 
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875.00 700.00 175.00 
$67,489,180.77 $67,233,057.00 $256,123.77 
235,441,266.83 yor > LS) oes $6,861,669.28 
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$1,250,666,269.12 °$1,212,351,081.72 


$38,315,187.40 
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News 
(Continued from page 876) 


officers are spending much time in Ottawa 
and Washington in an effort to obtain 
priorities on material needed by us. It 
appears now that in place of obtaining 
delivery of material for our various pro- 
grams in the first half of the year, it 
may be well into the fall months before 
all of this material will be received, in 
spite of the fact that the material was 
ordered early in 1941 for 1942 delivery. 
This, of course, delays our work greatly 
and adds to our expense. 

“Tt also means that our men will have 
to exercise extraordinary vigilance in the 
inspection of track, bridges, etc., to insure 
every mile of track being in safe condition 
for operation.” 


New “Panama Limited” Starts 
Service May 3 

The new Panama Limited which the 
Illinois Central will place in service be- 
tween Chicago and New Orleans, La., on 
May 3 will release 19 passenger-train cars 
and five steam locomotives for military 
movements. The two sets of equipment 
each will include sleeping, lounge, observa- 
tion, dining and dormitory-baggage cars 
and a Diesel-electric locomotive. 

The train is equipped with a complete 
automatic dial telephone system connect- 
ing all the sleeping cars with the dining, 
lounge and observation cars. There are 
individual radio receiving sets in the obser- 
vation, lounge and dining cars. A public 
address system permits announcements in 
public spaces throughout the train. Train- 
speed indicators are located in observation 
and lounge cars for the information of 
passengers. All cars are air-conditioned. 

The kitchens in the dining cars are espe- 
cially designed to permit ease in cleaning. 
The range is heated by fuel oil and there 
are various labor-saving devices. The 
Pullman cars provide buffets, bedrooms, 
drawing rooms, compartments, roomettes 
and open-section accommodations. New 
Orleans, Mexico, and Latin America have 
all contributed decorative themes for this 
equipment. 

The schedules of the new Panama Lim- 
ited provide for a running time of 18 hr. 
between Chicago and New Orleans, both 
northbound and southbound, as compared 
with 20 hr. under the old schedules. Under 
the old schedules, the train left both Chi- 
cago and New Orleans at 1:00 p. m., ar- 
riving at the other terminus at 9:00 a. m. 
the following morning, The new sched- 
ules are as follows: 


Southbound 
Leave Chicago at 3:15 p. m. 
Arrive at Memphis, Tenn., at 1:07 a. m. 
Arrive at New Orleans at 9:15 a. m. 
Northbound 
Leave New Orleans at 2:00 p. m. 
Arrive at Memphis, Tenn., at 9:30 p. m. 
Arrive at Chicago at 8:00 a. m. 


In accordance with these main line 
schedules, the Panama Limited connection 
at Carbondale, Ill., to and from St. Louis, 
Mo., has been changed, the new connect- 
ing train leaving St. Louis at 6:05 p. m., 
instead of 4:35 p. m., and northbound, ar- 
riving in St. Louis at 7:20 a. m., as for- 
merly. 

All of the new car equipment, with the 
exception of the dormitory-baggage cars, 
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was built in the shops of the Pullman- 
Standard Car Manufacturing Company. 
The dormitory-baggage cars were rebuilt 


‘by the railroad in its own shops. The two 


new 2-unit Diesel-electric locomotives, 


each of 4,000-hp. capacity, were built by 


the Electro-Motive Division of the Gen- 
eral Motors Corporation. 


End of April Brings Minor Schedule 
Changes This Year 


Few major changes in passenger train 
schedules marked the end of April this 
year, as contrasted with previous years 
when important revisions coincided with 
the shift to Daylight Saving time, effective 
in many communities on the last Sunday 
in the month. Several eastern railroads, 
including the Lehigh Valley, the Pennsyl- 
vania, and the Baltimore & Ohio, have 
made minor changes in the running time 
of some main line trains, or shifted depar- 
ture and arrival times slightly, and other 
lines have similar adjustments in view. 

On the Pennsylvania the westbound 
“General,” between New York and Chi- 
cago on the same 16-hour schedule, is now 
an all-Pullman train. Incorporating much 
of the equipment that formerly made up a 
second section of the General, including 
coaches, is a new westbound train, the 
“Admiral,” which leaves New York at 
4:05 p. m. and arrives at Chicago at 8:20 
a.m. The eastbound Admiral and General 
are not affected by this change. 

The Seaboard Air Line inaugurated its 
summer service between New York and 
the South on April 26. The “Silver Me- 
teor” continues on a 25-hour schedule be- 
tween New York and Miami, but leaves 
New York at 2:05 p. m., 15 minutes later 
than before. The northbound time is un- 
changed. The southbound “Sun Queen” 
leaves New York at 10:30 a. m., one hour 
earlier than before. The schedules of this 
train northbound have been shortened 
slightly. It continues to arrive in New 
York at 4:45 p. m., but leaves Tampa at 
2:50 p. m. instead of 2:10 p. m. and Miami 
at 10:00 a. m. instead of 9:45 a. m. New 
this summer is one-night-out Pullman serv- 
ice between New York and Sarasota and 
Venice on the Sun Queen in both direc- 
tions. The “Palmland” continues in the 
Florida service with minor schedule 
changes, as do the “Cotton States Special” 
and “Robert E. Lee” between Washington 
and Birmingham. 

Summer time-tables become effective on 
the Atlantic Coast Line on May 3. Sepa- 
rate sections of the “Tamiami Champion,” 
carrying Pullmans, coaches, lounge cars and 
diners, will serve the East Coast and West 
Coast of Florida. The southbound West 
Coast section will leave New York at 
12:50 p. m., arriving at Tampa at 1:00 
p. m. and at St. Petersburg at 4:00 p. m. 
Northbound this train will leave Tampa at 
1:25 p. m., arriving at New York at 1:50 
p. m. The East Coast section will leave 
New York at 3:55 p. m., arriving at Miami 
at 4:55 p. m., to continue the 25-hour serv- 
ice now in effect between these points. The 
schedule northbound is unchanged. The 
“Havana Special” and the “Palmetto Lim- 
ited” will continue with slight changes in 
schedule and equipment. 

The co-operative coach streamliners be- 
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tween Chicago and Florida will continue 
in service through the summer months, it 
is announced. Northbound these trains will 
leave Miami at 4:30 p. m., arriving in Chi- 
cago at 9:05 p. m. Southbound they will 
leave Chicago at 8:20 a. m. and reach 
Miami at 2:55 p. m. The three routes 
will alternate departure dates as hereto- 
fore, so as to give daily streamliner sery- 
ice. Other through trains carrying coaches 
and Pullman equipment will continue to 
operate between Florida and Chicago with 
the minor schedule adjustments usually ef- 
fected for the summer season. 

Slight schedule changes affecting South- 
ern trains between Florida and Middle 
Western points also are announced for 
May 3. 

Beginning May 3, afternoon passenger 
service will be provided principal stations 
on the Florida East Coast by “The Tire- 
saver.” Diesel-powered and equipped with 
individual seat coaches, tavern lounge and 
diner, this train will operate between Jack- 
sonville and Miami on a 61-hour schedule. 
Departing southbound from Jacksonville at 
3:00 p. m., it reaches Miami at 9:30 p. m.; 
northbound it leaves Miami at 2:15 p. m, 
arriving at Jacksonville at 8:45 p. m. to 
connect with night trains for northern 
points. 


Construction 





St. Louts-SAN Francisco.—The U. S. 
Engineer Office, Denison, Tex., has award- 
ed a contract amounting to $2,264,441 to 
the Amis Construction Company, Oklahoma 
City, Okla., and J. Briscoe, Stillwater, 
Okla., joint contractors for the relocation 
of the Frisco from Liggett, Okla., to Plat- 
ter and from Lakeside, Okla., to Mead. 
This work is occasioned by the construc- 
tion of the Denison dam on the Red river. 
Principal quantities involved in this work 
were reviewed in the Railway Age of Feb- 
ruary 21, page 430, at the time the invita- 
tion for bids was reported. ; 


STaATEN IsLaAnD Rapip TRANSIT.—This 
company has awarded a contract to the 
Poirier & McLane Corporation of New 
York for the relocation of its tracks on 
Staten Island, N. Y., at estimated cost of 
$250,000. 


U. S. Enerneers.—The U. S. Engineer 
office, Vicksburg, Miss., has awarded a con- 
tract to Robinson & Young, Baton Rouge, 
La., for the construction of trackage at a 
cantonment in that state. 


UniTep STATES WAR DEPARTMENT.—The 
engineer office, New Orleans, La., district, 
has awarded a contract for the construc- 
tion of a railroad, culverts, a water station 
and incidental work at a cantonment in 
Mississippi to W. R. Aldrich & Co., Baton 
Rouge, La. 


WESTERN Paciric.—A contract amount- 
ing to $30,590 has been awarded Ellis W. 
Barker, Salt Lake City, Utah, for the re- 
moval of an 80-ft. balanced-type turntable 
and the installation of a 120-ft. continuous- 
type turntable at Winnemucca, | Nev. 


“Continued on next left-hand page 
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LIMA LOCOMOTIVE WORKS 


OM 


“ALLEGHENY TYPE” 
LOCOMOTIVES 


...are already proving the 


advantages of Modern Power 





The ability of these ten new “Allegheny 
Type” 2-6-6-6 super-power steam locomo- 
tives to handle heavier loads on reduced 
running time has amply justified the 
Chesapeake & Ohio’s foresight in order- 
ing MODERN SUPER-POWER STEAM 
LOCOMOTIVES. 


The operating performance of these new- 
design locomotives has been so successful 
that the C & O has placed an additional 
order with Lima for ten more of these 
locomotives to be exact duplicates of the 
original ten. 
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Supply Trade 





D. P. Murphy has been appointed gen- 
eral manager of the Depew, N. Y., plant 
of the Symington-Gould Corporation. 


S. M. Clancey, central district sales 
agent for the P. & M. Company, Chi- 
cago, has also been appointed representa- 
tive of the Peerless Equipment Com- 
pany, Chicago. 


W. A. Givens, vice-president in charge 
of manufacturing of the Allegheny Lud- 
lum Steel Corporation, Pittsburgh, Pa., 
has been elected to the newly created posi- 
tion of executive vice-president and has 
been succeeded by Frank B. Lounsberry. 


Howard W. Broecker has been ap- 
pointed assistant district manager in the 
Chicago district selling Aristoloy alloy and 
Coppco tool steels for the Copperweld 
Steel Company. Mr. Broecker was pre- 
viously associated in the Chicago district 
with the Youngstown Sheet & Tube Co., 
and with the Interstate Iron & Steel Co. 


OBITUARY 


C. D. Carey, manager of railway sales 
of the Gulf Companies, died April 14. He 
was 56 years of age. 


Carl A. W. Brandt, chief engineer of 
The Superheater Company and a former 
railroad engineer, died on April.25. Mr. 
Brandt was born in Stockholm, Sweden, 
on January 28, 1881, and received a degree 
in mechanical engineering from the Tech- 
nical College of Stockholm in 1899. He 
was assistant engineer and draftsman on 
the Government Railway of Sweden in 
1900-01 and was associated with the Atlas 
Locomotive Works in Stockholm in 1902. 
He then came to the United States and in 
1902 entered the employ of the Lake Shore 
& Michigan Southern (now the New York 


Carl A. W. Brandt 


Central) as a machinist. In 1903 he be- 
came a draftsman for the same road at 
Cleveland, Ohio, and in 1905 was promoted 
to the position of assistant mechanical en- 
gineer at Cleveland. He was appointed 
mechanical engineer of the Cleveland, Cin- 
cinnati, Chicago & St. Louis in 1910. Dur- 
ing 1914-15 he was assistant division master 
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mechanic of the Big Four at Indianapolis 
Ind. In 1916 Mr. Brandt became chief 
engineer of The Superheater Company, 
New York, in which capacity he had charge 
of the development and design of locomo- 
tive superheaters and feedwater heaters, 
and similar apparatus for stationary power 
plants. Mr. Brandt was a member of the 


New York Railroad Club, the Canadian 
Railway Club, the Western Railway Club, 
the Railway Fuel and Traveling Engineers’ 
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Association, the Master Boiler Makers’ As- 
sociation, and the American Society of Me- 
chanical Engineers. He was the author of 
“The Design and Proportion of Locomo- 
tive Boilers and Superheaters” presented 
before the Canadian Railway Club in 1928 
and “The Locomotive Boiler” presented 
before the A. S. M. E. in 1939. For the 
latter, in 1941 he was awarded the A. S. 
M. E. Melville Medal “for original engi- 
neering work.” 





FREIGHT CARS 


Tue Puetrs DopcEe CorporaTION is re- 
ported to have placed an order for 190 ore 
cars of 90 tons’ capacity with the Western- 
Austin Company. 


WPB Assumes Control Over 
Used Rail 


Assuming control over all used railroad 
rail and rail joints, the War Production 
Board on April 23 issued Limitation Order 
L-88, prohibiting any person from selling, 
transferring or otherwise disposing of any 
used rail of relayer grade, reroll grade or 
scrap grade without authorization from 
WPB’s Director of Industry Operations. 
The order also establishes a scale under 
which railroads or others receiving new 
replacement rail must set aside (for use as 
directed by the Director of Industry Oper- 
ations) a certain amount of used rail, based 
on percentages of the new rail received. 

The percentages are: 15 per cent within 
30 days of each such receipt of new re- 


placement rail; 15 per cent additional with- 
in 60 days thereof; 20 per cent additional 
within 90 days thereof; and 40 per cent 
additional within 150 days thereof. In 
other words, the amount of old rail set 
aside must equal 90 per cent of the new 
rail within 150 days after the latter is re- 
ceived. 


Tires for Trucks 


Heavy trucks produced under existing 
quotas may now be equipped with tires 
under Amendment No. 7 to Limitation Or- 
der No. L-l-a which has been issued by 
the War Production Board with an April 
25 effective date. The amendment rescinds 
the prohibition against putting tires and 
tubes on new heavy trucks except for de- 
livery to dealers. 

Eligible trucks are those having a gross 
vehicle weight of 16,000 lb. or more. It 
is estimated that approximately 5,000 of 
these can now be equipped; and the WPB 
announcement said that arrangements had 
been made by its Rubber and Rubber Prod- 
ucts Branch to make the tires available. 


Priorities and Prices 


Following are references to orders of 
interest to railroads issued by the War 
Production Board and the Office of Price 
Administration since April 18. 


Benzene—Order M-137, issued April 20, halts 
the use of benzene in motor fuel immediately, 
with the exception that any producer or distribu- 
tor may use within the next 30 days one-sixth of 
the amount used for the three months ended 
March 31. Benzene is added to motor fuel as 
an anti-knock ingredient, and is a necessary in- 
gredient of synthetic rubber. 

Iron and steel—Order M-21, as amended on 
April 22, restricts deliveries of iron and _ steel 
products to preference ratings of A-10 or higher 
after May 15. The order previously applied to 
steel products only and the inclusion of iron 
means that the 2,700 iron foundries in the country 
must comply with its provisions. Warehouses 
may deliver carbon steel on unrated orders when 
the purchaser specifies that the material is to be 
used for repair and maintenance, but each ware- 
house is limited, by quarters, to three per cent 
of its quota for any product for such deliveries. 
Persons other than producers may deliver on un- 
rated orders nails and small black or galvanized 
welded pipe. 

Nickel scrap—Order M-6-c requires the segre- 
gation of scrap containing more than one-half of 
one per cent nickel by weight and permits its 
melting only for authorized uses. Nickel scrap 
must not only be kept separate from other scrap, 
but various grades and degrees of content of 
nickel scrap must be segregated by all persons 
who handle it. Purchase orders for nickel scrap 
or secondary nickel must bear a certification that 
the purchaser is authorized to receive nickel and 


that the material will be used only as permitted 
by the order. Reports are required by the 15th 
of each month from persons who produce or have 
on hand scrap containing more than 500 Ib. of 
nickel content per month, and those who have on 
hand at the end of a month more than 30 days 
accumulation of scrap if the nickel content is 
more than 100 Ib. 

Priority rules—Effective April 23, all applica- 
tions for priority assistance, which do not specify 
a required delivery date, will be returned as pre- 
scribed by Priorities Regulation No. 1 as amended, 
requiring every applicant to specify the latest 
date on which the items can be delivered to meet 
obligations or production schedules. 

Rail, second hand—Limitation Order L-88, ef- 
fective April 23, prohibits railroads from dispos- 
ing of any used rail of relayer grade, re-roll 
grade or scrap grade without authorization from 
the director of industry operations of WPB. The 
restriction does not prevent a railroad from us- 
ing used rail in its own tracks. The order also 
establishes a scale under which receivers of new 
replacement rail must set aside a certain amount 
of used rail, based on percentages of new rail 
received. The required number of joints for lay- 
ing the used rail also must be put into the pool. 
It is expected that the director of industry opera- 
tions will allocate rail from these stocks from 
time to time for war needs. 

Steel survey—A complete survey of the use 
of metal in the United States during the first 
quarter of 1942, and of anticipated requirements 
for the quarter beginning July 1, was begun on 
April 20 with the’ mailing of form PD-275 to all 
users of metal in, raw or semi-fabricated form. 
The questionnaire is a refinement of the ques- 
tionnaire sent to 11,000 manufacturers on Janu- 


Continued on next left-hand page 











10 


9 


A 4-6-2 Type Steam Locomotive The Same Type Locomotive 
WITHOUT FRANKLIN SYSTEM AFTER THE APPLICATION OF 
8 of Steam Distribution FRANKLIN SYSTEM 4 

of Steam Distribution 





5 


Time Required To Accelerate a 1,000 Ton Train 
From 40 mph To 75 mph on Tangent Level Track 


Extensive road tests and every day service have proved conclu- 
sively that The Franklin System of Steam Distribution materially 
increases mean effective pressure in locomotive cylinders. 

This increase in mean effective pressure is obtained by a 
separation of the valve events so that the admission and cut-off, 
release and compression are controlled independently, at the 
same time providing large passage areas for both inlet and 
exhaust and improved steam flow. 

Hence, through the application of The Franklin System of 
Steam Distribution to your present or new power, you increase 
train acceleration and provide sustained power at high speeds. 


NEW YORK 


FRANKLIN RAILWAY SUPPLY COMPANY, INC. cnicsco 


FRANKLIN RAILWAY SUPPLY COMPANY, LIMITED, MONTREAL 





In Canada: 











ary 30. The new survey also covers mines, rail- 
roads, ship yards, utilities, construction jobs and 
the petroleum industry, as well as military .and 
naval contractors. To avoid duplication, only the 
uses and requirements of metal in raw and semi- 
fabricated form will be reported. 

Storage batteries—Limitation Order L-4-b, is- 
sued April 26, prohibits production of storage 
batteries for passenger automobiles and _ light 
trucks after April 30 except in specified mini- 
mum ampere hour capacities, and reduces the 
number of sizes and models now being produced 
from about 75 to 15. The normal life of batteries 
will not be affected. Retailers may not deliver 
new replacement batteries unless the purchaser 
turns in a used battery at the time of the trans- 
action. . 

Fluorescent lighting—Order L-78, limiting fluo- 
rescent lighting fixtures, was revised April 24 to 
relax the restrictions on small fixtures. The 
amendment allows the manufacture without re- 
striction of fixtures with a lamp capacity of 30 
watts or less if the materials were ordered on 
or before April 2 and actually on hand by April 
20. The small fixtures may also be manufactured 
if the materials to be incorporated into them are 
acquired under an A-2 preference rating or under 
any rating assigned under the Production Re- 
quirements Plan. The amendment bans the man- 
ufacture after May 16 of fixtures with a lamp 
capacity of more than 30 watts, except for orders 
bearing an A-2: or better preference rating. 

Rubber tires—Emergency reserves of tires and 
tubes for quick replacement of blow-outs will be 
made available to some long-distance bus and 
truck operators carrying vital materials, accord- 
ing to Amendment No. 5 to the Revised Tire 
Rationing Regulations issued by OPA and effec- 
tive April 22. Emergency certificates and emerg- 
ency reserve tires together are not to exceed 10 
per cent of the total number mounted on running 
wheels of long-haul eligible trucks. 

Typewriters—Rationing of new typewriters, 
which have been frozen in the hands of inde- 
pendent distributors, wholesalers and dealers since 
March 6, began April 20, as had been previously 
announced by OPA. Persons who purchase type- 
writers for their own use must apply to the 
rationing board in the district in which the type- 
writer is to be used. Once eligibility is deter- 
mined, a purchase certificate is issued which must 
then be presented to a dealer. 


Prices 


Crude oil—Amendment No. 7 to Revised Price 
Schedule No. 88, covering petroleum and _ petro- 
leum products and issued April 20, increased the 
price of crude petroleum in the Ritchie oil field 
to $1.18 a bbl. for crude of 25 deg. gravity and 
$1.20 a bbl. for 26 deg. gravity, in contrast with 
a flat price of $1.08 a bbl. on October 1, 1941. 

Gasoline—A temporary plan for rationing gaso- 
line in 17 eastern states and the District of Co- 
lumbia will be instituted May 15 to continue until 
July 1, when it is planned- to institute a more 
elaborate and comprehensive coupon rationing sys- 
tem. The amount of gasoline that a user may 
receive under the plan will be announced before 
May 15. The'states are: Connecticut, Delaware, 
Florida, Georgia, Maine, Maryland, Massachu- 
setts, New Hampshire, New Jersey, New York, 
North Carolina, Pennsylvania, Rhode Island, South 
Carolina, Vermont, Virginia, West Virginia and 
the District of Columbia. The temporary plan 
was adopted to assure fair distribution under the 
new. limitation order which reduces deliveries to 
gasoline retailers by one-third. 

Paint—Temporary Price Regulation No. 19, ef- 
fective April 22, fixed maximum prices at which 
manufacturers can sell oil paints and varnishes 
at levels which prevailed on April 12, 1942. The 
regulation will remain in force for 60 days pend- 
ing investigations and covers manufacturers’ 
prices on all paints and varnishes in which lin- 
seed oil, or any other drying oil, is a component 
part. 

Coal—Bituminous coal minimum prices were 
reduced 10 cents a ton for shipments of coal 
from strip mines in one Ohio subdistrict on April 
24, and new minimum prices were established to 
cover river shipments from strip mines in another 
Ohio subdistrict, according to the Bituminous 
Coal Division, the object being to harmonize prices 
of strip and deep mine coal. 

Iron and steel scrap—Revised Price Schedule 
No. 4, covering iron and steel scrap, effective on 
Apri! 28, increases by $4 a gross ton the price of 
bundles made exclusively of tin-coated material to 
more adequate supply of exclusively 


assure a 
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tin-coated bundles to steel mills and other con- 
sumers using this type of scrap. 

Rubber tires—Amendment No. 1 to Revised 
Price Schedule No. 63, effective April 25, per- 
mits advances of 16 per cent in the wholesale 
prices for new tires and tubes of passenger car 
sizes. 

Screen cloth—An amendment to Revised Price 
Schedule No. 6, issued April 22; permits an in- 
crease of about 5 per cent in manufacturers’ 
prices for steel screen cloth over the prices es- 
tablished on April 16. The grades include 12 
mesh black painted steel screen cloth and 14 and 
16. mesh galvanized steel screen cloth. 


Financial 





ATCHISON, ToPpEKA & Santa Fre.—New 
Director Elected—Edward L. Ryerson of 
Chicago, chairman of Joseph T. Ryerson 
& Son, Inc., and the Inland Steel Com- 
pany, has been elected a director to succeed 
Joseph E. Otis, Chicago banker, who re- 
tired as a director because of failing health. 


ATLANTIC & NortH CaAro_tna.—Loan.— 
This company has asked the Interstate 
Commerce Commission to approve a loan 
to it by the State of North Carolina in 
the amount of $45,000, the proceeds to be 
used to purchase four additional locomo- 
tives. The note will be retired in five equal 
annual installments of $9,000, the first to 
be payable one year after the date of the 
note, and one installment each year there- 
after. 


BattimorE & Onto.—Trackage Rights. 
—This company has been authorized by 
Division 4 of the Interstate Commerce 
Commission to operate under trackage 
rights over a line of the Cherry River 
Boom & Lumber Company extending gen- 
erally eastward along the Gauley River 
from Allingdale, W. Va., to Scotti Junc- 
tion, 35.2 miles, with short branches up 
the south fork of Gauley River to Jones 
Camp, 1.5 miles, and up Straight Creek to 
Belin, 1.9 miles, a total of 38.6 miles. 


Bett Rattway oF CuHicaco—Annual 
Report—The 1941 annual report of this 
road shows a net. income, after interest and 
other charges, of $502,571, compared with 
a net income of $250,780 in 1940. Selected 
items from the income statement follow : 


Increase 
or 
Decrease 
Compared 
1941 with 1940 
RAILWAY OPERATING 























REVENUES $6,603,950  +$1,094,143 
Maintenance of way 

and structures 458,410 +83,181 
Maintenance of 

equipment 505,366 +109,511 
Transportation 2,739,043 +383,411 
ToTAL OPERATING 

EXPENSES 3,873,870 +591,696 
Operating ratio 58.66 ~.91 
Net REVENUE 

FROM OPERATIONS 2,730,080 +502,448 
Railway tax accruals 940,334 4+231,637 
Railway operating 

income 1,789,746 +270,811 
Net rents—Cr. 258,756 —56,412 
Net Raitway 

OPERATING INCOME 2,048,501 +214,399 
Other income 67,529 +9,013 
Tota INCOME 2,116,031 +233,412 
Rent for leased 

roads and equipment 1,612,012 —29,941 
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ToraL Fixep CITARGES 1,612,612 —28,309 
Net Income 502,571 +251,79] 
Disposition of 
net income: 
Income balance trans- 
ferred to profit and loss $502,571 +$251,79} 





BessEMER & LAKE Erte.—Annual Re- 
port—The 1941 annual statement of this 
road shows a net income after interest and 
other charges of $6,122,540, compared with 
a net income of $6,483,457 in 1940. Se- 
lected items from the income account fol- 
low: 









































Increase 
or 
Decrease 
Compared . 
1941 with 1940 
Average Mileage 
Operated 216.96 ~6.87 
RAILway OPERATING 
REVENUES $20,379,750  +$2,353,523 
Maintenance of 
way and structures 1,476,445 +214,127 
Maintenance of 
equipment 5,278,693 +1,429,015 
Transportation 3,133,504 +443,547 
TotAL OPERATING 
EXPENSES 10,457,623 +2,080,582 
Net REVENUE 
FROM OPERATIONS 9,922,127 +272,941 
Railway tax accruals 4,058,068 +864,815 
Railway operating 
income 5,864,060 —591,875 
Net rents—Cr. 1,048,095 +352,635 
Net Raritway 
OPERATING INCOME 6,912,154 ~—239,240 
Other income 140,226 —31,786 
Totat INCOME 7,052,380 —271,026 
Rent for 
leased ' roads Se aera 
Interest on 
funded debt 865,221 479,212 
TotaL FixeEp CHARGES 878,688 +81,872 
Net INcoME 6,122,540 —360,917 
Disposition of 
net income: 
Dividends 4,422,221 -500,005 
Miscellaneous 
ANPEOREINNONG SOc —620 
Total appropriations ‘ 
of income 4,422,221 —500,625 
Income balance trans- eS 
ferred to profit and loss $1,700,320 +$139,709 





CHATTAHOOCHEE VALLEY.—Deficit Sta- 
tus—Division 4 of the Interstate Com- 
merce Commission has found that this 
company is not entitled to benefit under 
section 204 of the Transportation Act of 
1920, as amended January 7, 1941, and has 
dismissed its claim for compensation during 
the period of private operation in the 
government control period. 


CHESAPEAKE & Oun10.—Note of the Cov- 
ington & Cincinnati Elevated Railroad 
& Transfer & Bridge—The Covington & 
Cincinnati Elevated Railroad & Transfer & 
Bridge has been granted authority by Divi- 
sion 4 of the Interstate Commerce Com- 
mission to issue a $4,325,000 non-interest- 
bearing 10-year promissory note to be de- 
livered to the Chesapeake & Ohio in pay- 
ment of advances. , 


CHESAPEAKE & Ount10.—Alleghany Cor- 
poration Regains Control.— Robert R. 
Young, chairman of the Alleghany Cor- 
poration, has been elected chairman of the 
board of directors and of the finance com- 
mittee of the C. & O. Newly elected di- 
rectors include Herbert Fitzpatrick, former 
C. & O. chairman who resigned a year 


Continued on next left-hand page 
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THE HARDER 
The Locomotive Is Worked 
THE MORE 
The Areh Brick Saves 

















When locomotive runs were short and train speeds 
slow, the Security Arch showed substantial fuel 
savings ... With modern operation, involving long ; 
runs at high speeds, the Security Arch shows a 
greater economy .. . Today the Security Arch costs 
less per 1,000 ton miles and is a more important 
fuel saving factor than it was when the service was 


less severe. 
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INCORPORATED 
60 EAST 42nd STREET, NEW YORK, N. Y. 
Locomotive Combustion 


Specialists 
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ago; Carl E. Newton of New York, Alle- 
ghany counsel; James M. Nicely, of the 
Guaranty Trust Company of New York; 
William H. Lipscomb of Leesburg, Va.; 
and Joseph P. Routh of New York. Re- 
tiring from the board are Frank B. Ber- 
nard of Muncie, Ind.; Homer L. Ferguson 
of Newport News, Va.; J. L. Dickinson 
of Charleston, W. Va.; John B. Hollister 
of Cincinnati, Ohio; and Ralph C. Gifford 
of Louisville, Ky. 


Cuicaco GREAT WESTERN.—Annual Re- 
port—The 1941 annual report of this road 
shows a net income, after interest and 
other charges, of $1,838,105, compared with 
a net income of $785,455 in 1940. Selected 


items from the income account follow: 
Increase 
or 
Decrease 
Compared 
with 1940 


~.47 
+$2,758,337 


1941 
1,501.70 
$21,506,933 


Average Mileage 
Operate 

RAILWay OPERATING 
REVENUES 





Maintenance of 
way and structures 
Maintenance of 
equipment 
Transportation 


2,349,254 


2,829,965 
7,472,769 


-6,801 


$65,247 
+645,789 





ToTaL OPERATING 


EXPENSES +807 ,297 


14,090,526 





Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


7,416,406 
2,050,686 


+1,951,040 
+689,949 





Railway operating 
income 

uipment rents 
—Net Dr. 
Joint facility rents 
—Net Dr. 


5,365,720 
1,472,773 
974,269 


+1,261,091 
+18,254 
+98,389 





Net RAItway 
OPERATING INCOME 


2,918,678 +1,134,447 
Other income - 2 


111,635 10,525 
3,030,312 +1,123,922 





Totat INCOME 





Rent for leased 
roads and equipment 
Interest on 

funded debt 


ToTaL FrxEep CHARGES 


112,535 
721,640 
846,346 
$1,838,105 


-79,700 
+141,004 
+17,859 
+$1,052,650 








Net INCOME 





Cuicaco, MILWAUKEE, St. Paut & Pa- 
ciric.—Annual Report—The 1941 annual 
report of this road shows a net income, 
after interest and other charges, of $5,531,- 
334, compared with a net deficit of $8,826,- 
522 in 1940. Selected items from the in- 


come statement follow: 

Increase 
or 
Decrease 
Compared 
with 1940 


—28.28 
+$25,270,533 


1941 
10,845.86 
$139,646,122 


Average Mileage 
Operated 

RAILWAY OPERATING 
REVENUES 





Maintenance of 
way and structures 
Maintenance of 
equipment 
Transportation 


20,043,659 


22,782,449 
47,028,458 


+2,053,909 


+2,222,079 
+5,735,906 





ToTAL OPERATING 
EXPENSES 


97,765,536 
Operating ratio 70.01 


+10,595,392 
—6.20 





Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


41,880,586 
9,236,000 


+14,675,141 
+516,000 





Equipment rents 
—Net Dr. 
Joint facility 
rents—Net Dr. 


2,129,168 
2,333,443 


+89,527 
—266,617 





Net RAItway 
OPERATING INCOME 
Other income 


28,181,975 
1,159,422 


+4,336,331 
+17;197 


RAILWAY AGE 


INCOME AVAILABLE 


FOR FIxEp CHARGES 28,939,719  +14,072,726 





Rent for leased 

roads and equipment 
Interest on 

funded debt 

TotaL Fixep CHARGES 


—845 


~301,171 
~-285,130 


1,108,970 


12,896,947 
14,264,700 





Net INcoME BEFORE 


CONTINGENT CHARGES 14,675,019 +357,856 





Contingent Charges: 
Interest accrued on 

adjustment mortgage 

bonds (at 5%) 


Net INCOME 


9,143,685 
$5,531,334 





+$14,357,856 


DuLutH, SoutH SHORE & ATLANTIC.— - 


Annual Report—The 1941 annual report 
of this road shows a net deficit, after in- 
terest and other charges, of $283,710, com- 
pared with a net deficit of $637,485 in 
1940. Selected items from the income 


statement follow: 
Increase 
or 
Decrease 
Compared 
1941 with 1940 
549,83 -.16 


$3,367,250 +$746,941 


Average Mileage 
Operated 

RAILWAY OPERATING 
REVENUES 





Maintenance of 
way and structures 
Maintenance of 
equipment 
Transportation 


+147,338 


+81,747 
+137,406 


665,786 


512,770 
1,146,338 





TotTaL OPERATING 
EXPENSES 


2,494,352 +378,915 
Operating ratio 74.08 -6.65 





Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


+368,026 


872,898 
+20,525 


195,096 





Railway operating 
income 

Equipment rents 
—Net Dr. 

Joint facility rents 
—Net Dr. 


677,802 +347,501 
31,490 


18,846 


—1,301 
+1,058 





Net RAILWAY 
OPERATING INCOME 
Other income 


+347,744 
—4,688 


+343,056 


627,466 
11,028 


638,495 





Tota, INCOME 





Interest on 
funded debt 


TotaL Frxep CHARGES 


914,354 ~4,131 
919,130 —33 


$283,710 —$353,775 








Net DerFicit 





Eucin, JotretT & EasternN.—Annual Re- 
port—The 1941 annual report of this road 
shows a net income, after interest and oth- 
er charges, of $4,877,347, compared with 
a net income of $3,590,236 in 1940. Se- 
lected items from the income statement 


follow : 

Increase 
or 
Decrease 
Compared 
with 1940 


+1.53 
+$7,249,566 
+655,124 


+1,366,498 
+1,910,439 


1941 
391.61 
$29,387,656 
2,325,120 


4,936,824 
9,842,190 


Average Mileage 
Operated 

RAILWAY OPERATING 
REVENUES 





Maintenance of way 
Maintenance of 
equipment 
Transportation 





TOTAL OPERATING 
EXxPENsEsS* 


17,810,025 +4,023,420 
Operating ratio 60.60 —01.68 





Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


11,577,631 
4,176,029 


1,787,432 
72,196 


+3,226,146 
+1,933,486 


+634,548 


+725 





Equipment rents—Net 
Joint facility 
rents—Net 


Net RaiItway 
OPERATING INCOME 


5,541,975 
Non-operating income 158,3 


58,341 
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Tora INCoME 5,700,315 $613,745 
Interest on 
funded debt 611,675 


"798,067 


~689,807 
ESS tore... 
—677,887 


-_ 


TotaL Fixep CHARGES 


Net Income TRANs- 
FERRED TO PROFIT 


AND Loss $4,877,347  +$1,287,110 


* Re as A ey: 
Includes $1,071,512.17 amortization of Emerg. 
ency Facilities. 


Erte.—Annual Report—The 1941 an- 
nual report of this road shows a net in- 
come after interest and other charges of 
$7,930,528, compared with a net income of 
$14,263 in 1940. Selected items from the 
income statement follow: 

Increase 
or 
Decrease 


Compared 
1941 with 1940 


$106,845,421 +$20,238,808 


RAILWwAy OPERATING 
REVENUES 





Maintenance of 
way and structures 
Maintenance of 
equipment 
Transportation 


8,748,900 


18,931,608 
38,740,523 


+1,026,399 


42,877,537 
+6,153,256 





TOTAL OPERATING 
EXPENSES 
Operating ratio 


72,149,109 
67.53 


+10,487,063 


-3,67 





Net REVENUE 
FROM OPERATIONS 


) 34,696,312 
Railway tax accruals 


+9,751,746 
9,175,224 


+2,190,983 





Railway operating 
income 

Equipment rents 
—Net Dr. 

Joint facility rents 
—Net Cr. 


+7,560,763 
+502,612 


25,521,088 
4,613,718 


24,213 +19,436 





Net RAttway 
OPERATING INCOME 
Other income 


+7 ,077,587 
+84,161 


20,931,583 
1,155,382 


22,086,966 





Tota INCOME +7,161,748 





Rent for leased 
roads and equipment 
Interest on 

funded debt 


1,376,099 
12,053,890 


-78,611 
274,270 





ToTaL FIXED AND 


CONTINGENT CHARGES 13,848,015 


7,930,528 


—115,557 
+7,916,265 





Net INCOME 





Disposition of 

net income: 
Income applied to 
sinking and other 
reserve funds 


76,796 +76,796 





Income balance trans- 


ferred to profit and loss $7,853,732 +$7,839,468 





Erte.—Reorganization—As a result of 
the recent reorganization the Bureau of 
Internal Revenue has advised this com- 
pany that the old security holders who re- 
ceived $45 in cash with new income bonds 
and a $5 dividend on the new preferred 
stock during 1941 should treat these cash 
payments as taxable income. In addition. 
the Bureau has held that no capital gains 
or losses were incurred upon exchange of 
the old securities for the new. 


Erte.—Offer to Leased Line’s Bondhold- 
ers.—Holders of the New York & Green- 
wood Lake prior lien 5 per cent bonds 
have been offered the exchange of cash and 
securities of the Erie for each $1,000 bond 
held. The offer, subject to I. C. C. ap- 
proval, is conditional upon 90 per cent of 
the bonds being deposited by June 1, the 
exchange date. In exchange for each $1,000 
New York & Greenwood Lake bond, the 
Erie has offered $90 in cash; $500 in Eric 
first consolidated mortgage 4 per cent 
bonds, series B; $250 in Erie general mort- 
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Organizations who do specialized work are 
leaders only when the specialization is of 
long standing and has wide acceptance. 

It is fitting to state that the organization 
behind Elesco superheaters and its affili- 
ates have specialized in superheaters for 
over thirty years. But this in itself is not 
nearly as important as the fact that in this 
specialization it is serving by far the great- 
est proportion of the world’s superheater 
requirements. 
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gage 41% per cent income bonds, series A; 
$50 in scrip for Erie general mortgage 4% 
per cent income bonds, series A; and $300 
in Erie 5 per cent preferred stock, series 
A. The Erie also offered bondholders the 


option of receiving $750 in cash for each 


$1,000 bond. There are $1,471,600 of the 
Greenwood Lake bonds outstanding. 


GreAT NortHERN. — Annual Report. 
—The 1941 annual report of this road 
shows a net income, after interest and 
other charges, of $16,785,159, compared 
with a net income of $10,208,194 in 1940. 
Selected items from the income statement 


follow: 


Average Mileage 
Operated 

RAILWAY OPERATING 
REVENUES 


Maintenance of way 
Maintenance of 
equipment 
Transportation 


ToTAL OPERATING 
EXPENSES : 
Operating ratio 


Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


Railway operating 

income 

Equipment rents 

—Net Dr. 

Joint facility rents 
-Net Dr. 


Net RArILway 
OPERATING INCOME 
Other income 


Totat INcomE 


Rent for leased 
roads and equipment 
Interest on 

funded debt* 


Totat Fixep CHARGES 


Net INCOME 


Disposition of net 
income: 

Income applied to 
sinking and other 
reserve funds 
Income appropriated 
for investment in 
physical property 


Total appropriations 
of income 


Income balance trans- 


ferred to profit & loss 


* Fixed interest. 


1941 
8,071.53 
$125,044,883 


Increase 
or 
Decrease 
Compared 
with 1940 


+2.81 
+$23,301,737 





16,628,547 


21,236,550 
34,862,432 


+3,397,758 


+3,800,052 
+4,828,012 





78,323,366 
62.6 


46,721,517 
16,867,023 


+12,421,643 
2.2 


+10,880,094 
+4,593,817 





29,854,494 
1,223,884 
629,075 


+6,286,277 
—137,264 


+229,070 





28,001,535 
3,626,250 


+6,194,471 
+408,111 





31,627,785 


+6,602,582 





24,889 
13,484,625 


—39 


—238,067 





13,915,920 


—296,208 





16,785,159 


259,899 


15,000 


+6,576,965 





274,899 





$16,510,260 


+$6,580,129 





LenicH & Hupson River.— Annual Re- 


port.—The 1941 annual report of this road 
shows a net income, after interest and other 
charges, of $454,843, compared with a net 
income of $285,031 in 1940. Selected items 
from the income statement follow : 
Increase 
or 
Decrease 


Compared 
with 1940 


+$528,038 


RAILWAY OPERATING 
REVENUES 
Maintenance of way 
and structures 
Maintenance of 
equipment 
Transportation 


267,725 +58,822 
327,109 
626,294 


+43,585 

+97 ,372 
TotaL OPERATING 
EXPENSES g 
Operating ratio 


+201,620 
6.5 


1,343,510 
59.5 

Net REVENUE 

FROM OPERATIONS 

Railway tax accruals 


+326,418 
+134,031 


914,062 
333,671 


RAILWAY AGE 


79,595 
70,854 


+11,403 
+12,140 


Equipment rents 
Joint facility rents 





Net Rartway 
OPERATING INCOME 
Non-operating income 


429,942 
25,571 


+168,845 
+801 





Gross INCOME +169,646 





Miscellaneous rents 33 
TotaL DEDUCTIONS 
FroM Gross INCOME 670 


$454,843 





Net Income +$169,812 





InprANA.—Abandonment of Operation.— 
This company has been authorized by Di- 
vision 4 of the Interstate Commerce Com- 
mission to abandon operation under track- 
age rights over four miles of tracks of the 
Indianapolis Railways in Indianapolis, Ind. 


Lime Rocx.—Abandonment.—This com- 
pany has asked the Interstate Commerce 
Commission for authority to abandon all of 
its line in Rockland, Me., consisting of 3.5 
miles of single track and 7.5 miles of sid- 
ings. 


MissouriI-KANSAS-TEXAS. — Pledge of 
Collateral—This company has asked the 
Interstate Commerce Commission to mod- 
ify its orders in Finance Dockets No. 1250 
and 6623 so as to permit any of the prior 
lien mortgage five per cent gold bonds, 
series A, and/or prior lien mortgage four 
per cent gold bonds, series B, authorized 
to be issued under these orders, to be 
pledged from time to time to and including 
December 30, 1944, with the Reconstruction 
Finance Corporation as additional security 
for its. outstanding loans as extended. 


Missourt Pacirrc.—Abandonment.—This 
company has been authorized by Division 
4 of the Interstate Commerce Commission 
to abandon 952 ft. of track in Arkansas 
City, Ark., and a line extending from 
Bird’s Point, Mo., to Alfalfa Center, two 
miles. 


PENNSYLVANIA.—Abandonnient by the 
Pennsylvania, Ohio & Detroit—The Penn- 
sylvania, Ohio & Detroit and the Penn- 
sylvania, respectively, would be authorized 
to abandon a portion of the Walhonding 
branch and the operation thereof extending 
from a connection with the main line at 
Coshocton, Ohio, to Warsaw Junction, 8.9 
miles, if Division 4 of the Interstate Com- 
merce Commission adopts a recommended 
order of its Examiner A. G. Nye. 


PittspurcH, Lisson & WESTERN.— 
Purchase, Operation, Securities, and Aban- 
donment.—This company would be author- 
ized to purchase and operate a single-track 
line extending from Signal, Ohio, to Co- 
lumbiana, 6.5 miles, now owned and oper- 
ated by the Youngstown & Suburban, if 
Division 4 of the Interstate Commerce 
Commission adopts a recommended order 
of its Examiners Jerome K. Lyle and F. E. 
Grutzik. 

At the same time the examiners would 
also authorize this company to issue an 
unsecured negotiable promissory note in 
the face amount of $400,000 in part pay- 
ment of the purchase price of the line, and 
to abandon a line extending from Signal, 
Ohio, to Lisbon, 7.4 miles. 

The application was opposed by the 
Pennsylvania, the Pittsburgh & Lake Erie, 
and the Baltimore & Ohio on the ground 
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that the acquisition of the Youngstown & 
Suburban’s line by the Pittsburgh, Lisbon 
& Western would tend to divert traffic 
from their ‘lines. The proposed report 
points out that the capital stock of both the 
P. L & W. and the Y. & S. is owned hy 
the Pittsburgh Coal Company. 


PittspurRGH & WEsT VIRGINIA.—Annial 
Report.—The, 1941 annual report of this 
road shows a net income after interest and 
other charges. of $1,174,794, compared with 
a net income of $326,851 in 1940. Selected 
items from the income statement follow: 

Increase 
or 
Decrease 


Compared 
1941 with 1940 


RAILWAY OPERATING 
$5,283,114 — +$1,125,261 


REVENUES 





Maintenance of way 
and structures 
Maintenance of 
equipment 
Transportation 


850,936 


946,519 
1,118,879 - 


+174,982 


137,900 
+195,659 





ToTAL OPERATING 


EXPENSES 3,422,613 +262,919 





Net REVENUE 
FROM OPERATIONS 


1,860,501 
Railway tax accruals* 


+862,343 
. 272,924 


—29,387 





Railway operating 
income 

Equipment rents 
—Net Cr. 

Joint facility rents 
—Net Dr. 


1,587,577 
77,147 
10,323 


$891,730 
-53,055 
~15,515 





Net Rartway 
OPERATING INCOME 1,654,401 
Non-operating income 427,752 


2,082,153 


+854,189 
—9,643 


+844,546 





Gross INCOME 





Miscellaneous rents 289 —30 


Interest on 
funded debt 877,311 +85,054 





Totat DepucTions 


FROM Gross INCOME 907,359 


1,174,794 


3,397 





Net InNcoME $847,943 





Income applied to : 
sinking fund +449,796 


474,459 





Income transferred to 


profit and loss $700,335 4$398,146 





* Includes an accrual of $17,089.54 for Federal 
Income Tax. 

St. Louts SouTHWESTERN.—Annual Ie- 
port.—The 1941 annual report of this road 
shows a net income, after interest and oth- 
er charges, of $4,472,048, compared with 
a net deficit of $248,758 in 1940. Selected 
items from the income statement follow : 


Increase 
or 
Decrease 
Compared 


1941 with 1940 





Average Mileage 
Operated 

RatLway OPERATING 
REVENUES 


Maintenance of 
way and structures 
Maintenance of 
equipment 
Transportation 


ToTAL OPERATING 
EXPENSES 
Operating ratio 


Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


Railway operating 
income 
Net rents—Dr. 


\ 
Net RAtLtway 
OPERATING INCOME 
Other income 


TotaLt INCOME 


1,621.89 
$28,256,047 


~37.43 


+$7 614,043 





4,073,085 


3,754,693 
7,640,965 


+733,864 


+345,993 
+1,396,877 





17,526,197 
62.03 


+2,568,021 
-10.43 





10,729,849 
1,572,577 


$5,046,022 
$230,239 





9,157,273 
1,662,202 


7,495,071 
112,834 


+4,795,784 
+96,304 


+4,699,479 
+33,960 





7,607,905 


$4,733,440 
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AMERICAN NOTES . . . . . . by Raymond Gram Swing 


Report from a national arsenal of mobile power 





bp ir omg 


SEA—GOING LOCOMOTIVES..."Where to?" I asked the dock 
foreman. "Far East, Asia, Mmm Mountains; war orders. 
We practically built muggy of these little ones during 

the noon hour! Don’t look so surprised. We build locomotives 
of all kinds, all sizes, and by the hundreds...been at it 

a hundred years, know how to do it." 


IN THE ASSEMBLY YARDS..."Which is which?" I asked the super. 
"Don’t blame you for not knowing," was the answer. "Both 
streamlined to the ears! Near one is Diesel—Liner, other is 
Steam—Liner." Each is an ultra—modern power source, 
speeding record—making, wartime traffic over U. S. rails. 


IN THE MACHINE SHOP..."What’s 
that?" I asked. "Roller—bearing 
for a battle-—ship turret, 
machined as fine as a watch 
part," was the answer. No wonder 
our American warships have an 
edge. Equipment like this means 
everything in active service. 


ON THE PROVING GROUND...Tanks, 

lots of tanks, wheeling and jumping 
like cavalry! Believe me, special 
skills and 100 years of engineering 
experience are worth plenty...these 
days! And when they told me how many, 
I felt good. I felt very good. 





AMERICAN 
LOCOMOTIVE 


MANUFACTURERS OF MOBILE POWER 


STEAM, DIESEL AND ELECTRIC LOCOMOTIVES 
MARINE DIESELS, TANKS 


GUN CARRIAGES AND OTHER ORDNANCE 











Gs Sorry we can’t be more explicit. 
Revelation of details might be of aid to 
the enemy...endanger American lives. 








885 


Rent for leased 
roads and equipment 
Interest on 

funded debt 


13,552 -8 
2,759,523 —84,122 
3,023,893 85,087 

$4,472,048  +$4,720,806 





TotaL Fixep CHARGES 





Net INCoME 





SouTHERN Paciric. — Abandonment. — 
This company has asked the Interstate 
Commerce Commission for authority to 
abandon its Whittier branch extending from 
Studebaker, Calif., to Whittier, 5.9 miles. 


SouTHERN Paciric.—Bank Loans Pre- 
paid.—This road has paid the installments 
due on its bank loans on October 1, 1944, 
and January 1, 1945, amounting to $2,500,- 
000, thereby reducing outstanding bank 
loans to $7,500,000, which will mature in 
quarterly installments from April 1, 1943, 
to July 1, 1944. 


TAMPA NorTHERN. — Ratification of 
Trustee.—George G. Thomas has asked the 
Interstate Commerce Commission to ratify 
his appointment as trustee of this company 
during reorganization proceedings under 
section 77 of the Bankruptcy Act. 


Union Pactric— Annual Report.—The 
1941 annual report of this road shows net 
income of $28,857,420 after interest and 
other charges, an increase of $9,411,539 as 
compared with net income in 1940. Se- 
lected items from the income account fol- 


low: 
Increase 
or 
Decrease 
Compared 
1941 with 1940 


$218,091,994 +$49,927,736 


RAILWAY OPERATING 
REVENUES 





ToTAL OPERATING 
EXPENSES 


. 159,997,894  +39,048,783 
Operating ratio 73.36 +1.44 





Net REVENUE 
FROM OPERATIONS 58,094,100 
Railway tax accruals* 17,784,641 


Hire of Equip- 
ment—Dr, 
Joint facility rents 


+10,878,953 
+3,091,253 





9,048,383 
2,285,464 


+278,029 
+186,514 





Net RAILWAY 
OPERATING INCOME 
Other income 


30,535,373 
12,787,102 


43,322,475 


+7,176,413 
+759,842 


+7,936,255 





Totat INCOME 





Interest on 
funded debt 


Tora FixEp CHARGES 


13,619,758 1,047,596 
14,465,056 


$28,857,420 





~1,475,284 
+$9,411,539 





Net Income 





* No liability for excess-profits tax is indicated 
for either year. 


WasasH.—Receivership Expenses—Di- 
vision 4 of the Interstate Commerce Com- 
mission has fixed a lump-sum maximum 
limit of $200,000 for the expenses of the 
reorganization managers in effecting a re- 
organization of this company, exclusive of 
the fees and expenses of attorneys for the 
reorganization managers. 


Average Prices of Stocks and Bonds 


Last Last 
week = year 


24.71 29.51 
67.04 66.03 


Apr. 28 
24.22 
66.79 


Average price of 20 repre- 
sentative railway stocks.. 
Average price of 20 repre- 
sentative railway bonds. . 


Dividends Declared 


Wheeling & Lake Erie.—4 Per Cent Prior Lien, 
$1.00, quarterly; 5% Per Cent Convertible Pre- 
ferred, $1.38, quarterly, both payable May 1 to 
holders of record April 25. 


RAILWAY AGE 


Railway 
Officers 





EXECUTIVE 

D. T. Lawrence, chairman of the 
Trunk Line Association and the Traffic 
Executive Association—Eastern | territory, 
and a member of the Traffic Advisory 
Committée of the Association of American 
Railroads, with headquarters at New York, 
retired on May 1. Mr. Lawrence was 
born at Marysville, Ohio, on July 20, 1871, 
and was educated in the Marysville high 
school and the Eastman Business College 
at Poughkeepsie, N. Y. He entered rail- 
road service in 1890 as a stenographer on 
the Central New England & Western (now 
part of the New York, New Haven & 
Hartford), and two years later was trans- 
ferred to Hartford, Conn., as a clerk in the 
gcneral freight office of the same road. 
Later in 1892 he became a clerk in the 
New England agency of the National Dis- 
patch Fast Freight Line at Boston, Mass., 
remaining with that organization until 1911 
as New England agent at Boston, and 
manager at Buffalo, N. Y., and Boston, 
successively. In 1911 Mr. Lawrence en- 
tered the service of the Central Vermont 
as general freight agent at St. Albans, 
Vt., becoming a member of the Official 
Classification Committee at New York in 
1915. In 1920 he became general freight 
agent of the Delaware, Lackawanna & 
Western at New York, and in 1926 he was 
appointed chairman of the Official Classifi- 
cation Committee, which position he held 
until September, 1932, when he was elect- 
ed chairman of the Traffic Executive Asso- 
ciation—Eastern ‘territory, and of the 
Trunk Line Association, which positions 
he held until his retirement. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


W. R. King, claim agent of the South- 
ern at Charlotte, N. C., has been promoted 
to assistant chief claim agent at Greens- 
boro, N. C., succeeding H. L. Guin, whose 
promotion to chief claim agent at Wash- 
ington, D. C., was reported in the Railway 
Age of April 11. 


Vernon W. Foster, general solicitor of 
the Illinois Central, has been promoted to 
general counsel, with headquarters as be- 
fore at Chicago, succeeding Edward C. 
Craig, who retired from active service on 
April 30. Charles A. Helsell, general 
attorney, has been advanced to general 
solicitor, relieving Mr. Foster. 

Mr. Foster was born at Norwalk, Ohio, 
on January 16, 1881, and attended a busi- 
ness college at Sandusky, Ohio, later taking 
a secretarial course at a shorthand school 
at Chicago. He entered the service of the 
Illinois Central in July, 1898, as secretary 
to the auditor of passenger receipts at Chi- 
cago, being transferred to the law depart- 
ment in the following year as secretary to 
the assistant general solicitor. Mr. Foster 
then began the study of law in his spare 
time at the Kent College of Law, Chicago, 
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completing his course in 1902. He was ad- 
vanced through the positions of court re- 
porter, investigator of claims and assistant 
to the local attorney, being appointed as- 
sistant local attorney for the Illinois Cen- 
tral in Cook county on January 1, 1906, 
On July 1, 1916, he was promoted to local 


Vernon W. Foster 


attorney for the same territory and on Jan- 
uary 1, 1926, he was further advanced to 
district attorney. Mr. Foster was appoint- 
ed general attorney at Chicago on July 1, 
1932, and in April, 1933, he was promoted 
to general solicitor for the Northern lines. 
In 1938 his jurisdiction was extended to 
cover the system. 

Mr. Craig was born at Mattoon, IIl., 
on April 7, 1872, and graduated from the 
University of Illinois in 1893, later attend- 
ing Harvard Law School. He was admit- 
ted to the bar in 1896 and entered the 
practice of law in partnership with his 
father in the same year at Mattoon, later 
entering into a partnership with his broth- 
ers. In 1901, Mr. Craig was appointed 
local attorney for the Illinois Central at 
Mattoon and in January, 1923, he was pro- 
moted to general attorney at Chicago. On 
January 1, 1928, he was further advanced 
to general solicitor of the Northern Lines, 


Edward C. Craig 


and in April, 1933, he was elected general 
counsel, which position he held until his 
retirement. © 

Mr. Helsell' was born at Cedar Rapids, 
Iowa, on March 1, 1883, and was educated 
at Iowa State College and the University 


Continued on next left-hand page 













Help to Conserve Materials 
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4 T’S the quality of materials that counts—not the quantity. The 
, longer they last the fewer the requisitions for new parts. 
i 
: The wear-resisting properties of HUNT-SPILLER Air Furnace 
é GUN IRON Castings will not only help to conserve vital 
is materials but also manpower which is still more important to 
“ Victory. 
ed 
. Application of the H S G | Parts listed below will also help to 
. eliminate failures, delays and many of those repair items which 
e 
es, tie up locomotives in the roundhouse when they should be out 
on the road hauling the production of defense industries. 
HUNT-SPILLER MFG. CORPORATION 
V. W. Ellet, President E. J. Fuller, Vice-Pres. & Gen. Mgr. 
383 Dorchester Ave. Office & Works South Boston, Mass. 
Canadian Representative: Joseph Robb & Co., Ltd., 5575 Cote St. Paul Rd., Montreal, P. Q 
Export Agent for Latin America: 
International Rwy. Supply Co., 30 Church Street, New York, NW. Y. 
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Lines a S 
fot 
oral 
his 
« | Lr Furnace 
ee Ree cE ES eer ERNE eh ERE mI 





sity 


May 2, 1942 ‘ 28 


page 
























of Michigan, graduating from the Law 
school of the latter university in 1906. 
From the latter year until 1911, Mr. Helsell 
practiced law at Enid, Okla., and during 
three years of this period he served also 
as city attorney at the same point. In 1911 





Charles A. Helsell 


he joined the Illinois Central as district 
attorney at Ft. Dodge, Iowa, and in Janu- 
ary, 1934, he was promoted to general at- 
torney at Chicago, which position he was 
holding at the time of his recent promo- 
tion. 


SPECIAL 


Charles E. Coe has been appointed spe- 
cial representative of the president of the 
Erie, with headquarters at Cleveland, Ohio. 
Mr. Coe will be in charge of public rela- 
tions and will edit the Erie magazine. He 
succeeds to the duties of Frank M. Amer- 
ica, whose death on March 25 was re- 
ported in the Railway Age of April 4. 


ENGINEERING & SIGNALING 


Stanley G. Phillips, whose promotion 
to engineer maintenance of way of the 
Maine Central and the Portland Terminal 
at Portland, Me., was reported in the Rail- 
way Age of April 25, was born on Febru- 
ary 26, 1895, at Westbrook, Me., and was 





Stanley G. Phillips 


graduated from the University of Maine in 
1917. He entered the service of the Le- 
high Valley as a rodman in 1917 and, after 





RAILWAY AGE 


serving overseas with the United States 
Army Engineers from 1917 to 1919, he re- 
turned to the Lehigh Valley, serving suc- 
cessively as assistant division engineer and 
track supervisor. In 1929 he was appoint- 
ed track supervisor of the Central of New 
Jersey. Mr. Phillips entered the service 
of the Boston & Maine in November, 1929, 
as assistant division engineer of the Termi- 
nal division and in 1939 he was promoted 
to division engineer, which position he held 
until his recent promotion. 


OPERATING 


William A. Wood, whose retirement as 
general manager of the New York, On- 
tario & Western at Middletown, N. Y., 
was reported in the Railway Age of April 
4, was born at Cornwall, Ont., Canada, on 
August 27, 1875. He entered railroad serv- 
ice in 1892 as an extra operator’ on the 
New York, Ontario & Western, serving 
until 1895 in relief agent work and in cler- 
ical work in the maintenance of way de- 
partment. From 1895 to 1899 he served 
in the train dispatcher’s office and in the 
latter year he became secretary to general 
superintendent, later serving successively as 
timekeeper and chief clerk in the transpor- 
tation department and chief clerk to fed- 
































William A. Wood 


eral manager and general manager. In 
1923 Mr. Wood was appointed superinten- 
dent of the Northern division, becoming 
general superintendent on July 1, 1938, and 
general manager on March 1, 1939. 


Colonel Norman A. Ryan, general 
manager of the Western lines of the Chi- 
cago, Milwaukee, St. Paul & Pacific, with 
headquarters at Seattle, Wash., has been 
granted a leave of absence to report for 
active duty May 15 at Fort Snelling, Minn., 
with the Military Railway Service of the 
United States Army. Mr. Ryan will be 
chief of transportation of military railroads. 


E. P. Stine, assistant to the general 
manager of the Lines East of the Missouri 
river of the Chicago, Burlington & Quincy, 
with headquarters at Chicago, has been 
promoted to superintendent of the Colorado 
& Southern, with headquarters at Denver, 
Colo., succeeding William P. Wilson, 
who has entered military service. E. G. 
Wesson, trainmaster on the Burlington 
at Aurora, IIl., has been advanced to as- 
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sistant to the general manager at Chicago, 
relieving Mr. Stine and J. C. Grisinger, 
Jr., trainmaster at Galesburg, IIl., has been 
transferred to Aurora, replacing Mr. Wes- 


son. § R. Harris, night chief dis- 
patcher at Galesburg, has been promoted to 
trainmaster at that point, succeeding Mr. 
Grisinger. J. A. Lloyd, claim agent at 
St. Joseph, Mo., has been appointed train- 
master at Beardstown, IIl., a newly created 
position. 


TRAFFIC 


Darrow Kirkpatrick, assistant general 
freight agent of the Southern, with head- 
quarters at Atlanta, Ga., has been promoted 

























Darrow Kirkpatrick 


to general freight agent in charge of divi- 
sions, succeeding Charles L. Bateman, 
who succeeds the late A. E. Hendee. 
Marion F. Dukes, Jr., chief clerk, has 
been promoted to assistant general freight 
agent, succeeding Mr. Kirkpatrick. L. D. 
Shelnutt, chief clerk, has been promoted 
to assistant to general freight agent. 

Mr. Kirkpatrick was born at Montgom- 
ery, Ala., on May 3, 1898, and received his 
education in Washington, D. C. He en- 
tered the service of the Southern at Wash- 
ington in February, 1914, serving in various 
clerical positions in the freight traffic de- 
partment until November, 1932, when he 
was appointed chief clerk to the general 
freight traffic manager. In November, 1937, 
he was promoted to assistant general freight 
agent and assigned to the traffic vice-presi- 
dent’s office at Washington. On January 
1, 1940, Mr. Kirkpatrick was appointed 
assistant general freight agent at Atlanta, 
Ga., which position he held until his recent 
promotion. 


OBITUARY 


V. R. Burton, superintendent of the 
Northern California, Nevada and Oregon 
division of the Railway Express Agency, | 
Inc., with headquarters at Sacramento, Cal., 
died suddenly on March 25, while aboard 7 
a passenger train. 


George G. Tunell, who retired on 
December 31, 1941, as commissioner of 
taxes of the Atchison, Topeka & Santa Fe, 
with headquarters at Chicago, died on April 


- 29 in the Presbyterian hospital in that 


city. 
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—If you act promptly 


UE to the complex mechanical task of publishing an issue such as 
the Freight Progress in War Number, much of the printing must 
be completed early . . . and advertising copy and engravings should be 


received well in advance of the usual Railway Age closing date. 


If you have not yet made space reservations for the May 23 issue... 


, the timely survey of freight service and equipment in wartime . . . may 


1as 


“ we urge you to do so now. There is ample time to tie-in a helpful 


message regarding your products or services with this valuable analytical 
ad reference number, but you must act promptly. 

his 

ni Plan now to make your space reservations without delay. Use this 
de- 

he | outstanding Railway Age service to place your story before all the 
eral . . . 4i . . . ui 

8 groups that exert a vital influence in “keeping the freight rolling”. Send 
Ig 


esi- 
lary 
nted 
nta 
cent 


your copy and cuts at the earliest possible moment. 
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Freight Operating Statistics of Large Steam Railways—Selected Items 


Ton-miles (thousands) Number of road 
+ locomotives on line 








oe 
Locomotive-miles Car-miles Gross Net r 
‘ —_—__ ~ excluding revenue Serviceable Un- Per cent 
Miles of : Principal Loaded Per locomotives and serv- = un- 
, road Train- an (thou- cent and non- Not ice-  service- 
Region, road, and year operated miles helper Light sands) loaded tenders revenue stored Stored able 
New England Region: 
Boston & Albany 362 170,923 189,934 20,924 4 250,662 
362 139,231 144,756 10,711 : 173,780 
Boston & Maine : 1,853 341,612 394,760 S 729,175 
1941 1,894 291,082 331,646 F 606,181 
N. Y., New H. & Hartf.7....194: 453,588 578,209 . 946,810 385,176 
194 362,794 454,926 4 724,302 277,337 
Great Lakes Region: 


Delaware & Hudson 315,163 374,682 x 783,738 386,494 
248,981 291,911 . 596,688 
362,350 420,132 ls 881,952 
395,264 768,305 
875,922 ; 2,210,584 
731,839 x 1,821,521 734,688 
255,623 2,004 ‘ 445,652 173,439 
; 269,551 ; ke 77,006 
Lehigh Valley ’ . F 448,993 
é 353,103 





New York Central 


New York, Chi. & St. L. 


bBo Ke 


SA etn ae ee eee ee ee 


Pere Marquette 
Pitts. & Lake Erie 


Wabash 


BONDE 
WHAWHOD DON 4S 


605,899 617,377 12,652 : 1,193,467 441,740 
Central Eastern Region: 


saltimore & Ohio 2,069,028 2,592,653 276,459 64,922 63.6 4,463,168 2,065,220 
1,619,078 2,016,109 50,566 62.5 3,505,188 1,598,812 

223,739 (254,816 6,698 60. 239,309 

180,813 203,769 5,743 60. 195,707 

4,678 136,180 


Elgin, Joliet & Eastern 
Long Island 
Pennsylvania System 


1,200,038 
969,751 492,523 


2,949,913 1,619,418 
2,943,063 1,596,697 
2,560,054 1,361,136 
2,618,086 1,368,415 


1,343,055 517,557 
1,017,209 368,954 
370,561 157,989 
138,608 
225,799 
176,275 
1,594,341 
1,098,661 
1,111,907 
1,026,262 


Reading 
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Pocahontas Region: 
Chesapeake & Ohio .......... 1942 855,772 909,673 a 36,044 
797,996 852,851 i 36,042 
Norfolk & Western 727,045 767,796 30,510 
710,156 758,663 31,821 
Southern Region: 


Atlantic Coast Line 2 874,521 891,316 21,718 
725,993 744,442 16,346 
Central of Georgia? 272,881 276,714 6,194 
261,306 263,227 6,083 
Gulf, Mobile & Ohio 255,701 349°388 


— 


Illinois Central (incl. 
Yazoo & Miss. Vy.) 
Louisville & Nashville 


BIAS SS Sas WOnun 
Re De ee DD 
WH ANHWARUANBS OMG Nao 


Bk ale iol aad 
SGBWOSAAW AUN BDODYD 


Seaboard Air Line* 


Southern 2 1,773,225 
1,533,313 1,562,550 3 886,444 
Northwestern Region: 


Chi. & North 2 976,689 . 1,003,195 29,318 . 1,929,141 776,927 
saa iia Reasier vensead . 807,206 836,293 24,099 64.0 1,541,317 
Chicago G 7, 2 270,781 276,069 8,130 ; a 
licago Great Western st 246,647 247,765 7136 . 456,359 
G is Mil Vey St. Pr. ‘4 eleee 2 1,469, 9 ’ ’ ° 9 ’ 
hi ilw., & Pac.t oe | 1,238,946 2,301,082 
Chi., St... P.; 3s . & Om.. ; 237,42 ’ : ’ 
ee ee 2127102 298,940 
Dul., Missabe & Iron Range.. 5 23,871 : 26,517 
1941 223046 ; 19,120 
Great Northern 1,011,611 x 2,295,309 
1941 x i 790,144 , 1,644,757 
Minneap., St. P., & S. St. M.7.1942 451,620 i 706,880 
1941 ; 368,512 R 522,459 5 
Northern Pacific 808,594 860,315 % 1,956,992 916,238 
629,519 665,129 i 1,339,822 579,976 
Central Western Region: 


Alton 222,904 245,449 ; 346,001 149,046 
194 193,352 206,805 
Atch., Top. & S. Fe (incl. G. ‘ 2,457,137 2,735,399 
C. &S. Foand P.& S. ¥-.): 2,080,254 
Chi., Burl. & Quincy 1942 208,040 1,261,312 
1,113,998 
Chi, Rock Ti @ Pacif . 025 1942 1,249,087 
1941 1,078,928 
Denver & R. G. Wn.f........1942 : 438,664 
1941 277,931 
Southern Pacific—Pacific , ‘ 2,293,665 
Lines 19 1,666,421 F R 
Union Pacific 2,279,210 2,391,902 164,911 4,707,201 
2 1,942,724 2,022,202 124,398 x 3,615,535 1,353,430 
Southwestern Region: 


Mo.-K 1 Li 450,191 455,628 3 748,811 289,650 
Mo.-Kans.-Texas Lines 364.066 368/322 ; _ 201,678 
Mi i Pacifi 1,427,987 A P E 

sess clgameeetl 1'159;993 858,580 
Texas & Pacific .......-- pitele 318,925 3 0 


oO 
_ 
\ 
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St. Louis-San Franciscof. . - 
St. Louis-San Fran. & Texas. HH 
St. Louis Southwestern 


Lines? 
Texas & New Orleans 
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1,024,070 
* Report of receivers. 
+ Report of trustee or trustees. 
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Region, road, and year 
New Fugees Region: 


Boston & Albany ...... ...1942 
1941 
Boston & Maine ........... 1942 
1941 
N. Y., New H. & Hartf.7..1942 
1941 
Great Lakes Region: 
Delaware & Hudson ....... 1942 
1941 
Del., Lack & Western...... 1942 
1941 
Biggbstin settee oat vercicte earners 1942 
1941 
Grand Trunk Western ..... 1942 
1941 
Lehigh Valley: sc. 5 ease 1942 
1941 
New York Central ........ 1942 
1941 
New York, Chi. & St. L....1942 
1941 
Pere Marquette ...........- 1942 
1941 
Pitts. & Lake Erie ........ 1942 
1941 
WOHREE Sicteks ce ndcesesaves 1942 
1941 
Central Eastern_Region: 
Baltimore & Ohio .......... 1942 
1941 
Central of New Jersey7....1942 
1941 
Chicago & Eastern Ill. ..... 1942 
1941 
Elgin, Joliet & Eastern..... 1942 
1941 
Ene amet sca Hic ves ooo cco 1942 
1941 
Pennsylvania System ....... 1942 
1941 
ARON “acisc ow scien cerenceas 1942 
1941 








Pocahontas Region: 


Chesapeake & Ohio ........ Li 
Norfolk & Western ........ 1942 
1941 


Southern Region: : 


Atlantic Coast Line ........ = 
Central of Georgiay ....... 1942 
1941 
Gulf, Mobile & Ohio ....... 1942 
1941 
Illinois EE (incl. Yazoo 1942 
al! SCO Serer 1941 
Leslee & Nashville ...... 1942 
1941 
Seaboard Air Line* ......... 1942 
1941 
SGMUBER -ov.cc bck an cede see 1942 
1941 

Northwestern Region. 
Chi. & North Westernj..... = 
Chicago Great Western......1942 
1941 
Chi., Milw., St. P. & Pac.f..1942 
1941 
Chi., St. P., Minneap. & Om.1942 
1941 
Dul., Missabe & Iron ines 
Great: ‘Nortlieen . ..vcccectes 1942 
1941 
Minneap., St. P. & S. St. M.7.1942 
1941 
Northéen “Pacific... 005i 1942 
1941 

Central Western Region: 

AY hota ruse eine oes 1942 
1941 
Atch., Top. & xy Fe (incl. 1942 
G. C&S. F.& P.&S. F.).1941 
Chi., Burl. & Quincy AE: 
1941 
Chi., Rock I. & Pac.7 .....1942 
1941 
Denver & R. G. Wn.j...... 1942 
1941 
Southern Pac.—Pac. Lines. ...1942 
: 1941 
Union Baeihe es ccs sexton 1942 
’ 194f 

Southwestern Region: 
Mo.-Kansas-Texas Lines ...1942 
‘ 1941 
Missouri Pacifict .......- 1942 
1941 
Texas: Pace! 600 i.ds.éce 1942 
1941 
St. Louis-San rate. 
St. Louis-San F. & Tex.....1942 
: 1941 
St. Louis Southw. Lines}.....1942 
1941 
Texas & New Orleans ...... 1942 
1941 








Number of freight 


cars on line 
wre 





8, "810 
57 
99 


151,018 
175,452 


18,573 
20,732 


42,077 
43,936 
35,122 
38,303 


10,970 
12,675 


14, 295 


1,769 
2,068 
4,569 
5,482 





Foreign 


5,656 


11,185 
44,001 


12, 625 





Total 


20,899 


11,511 
11,926 
17,336 
17,737 
35,539 
32,189 
11,928 


20, 897 


88,072 
82,333 
25,519 
19,092 

5,857 

6,140 
17,506 
17,446 


18, 107 
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RAILWAY AGE 


for the Month of February, 1942, Compared with February, 1941 


Gross ton- 


miles 
per 

train- 

hour, 


excluding 
locomo- 
tives and 
tenders 


24,240 
21,596 
29°574 
29,415 
29,746 
28,992 


40,038 


28,579 
29,545 
28,482 
28,074 
29,797 
30,355 
15,267 


56, 694 


25,746 
24,392 
25,454 
25,515 
35,694 
33,967 
36,080 
31,648 
25,969 
28,170 
26,791 
26,916 
23,503 
23,763 


30,491 
30,070 
35,176 
33,945 
33,446 
32,084 
21,711 
20,127 


31,237 





Gross 
ton-miles 
per train- 


mile, 


excluding 


loco- 


motives 


and 


tenders 


1,484 
1,264 
23143 
2,089 
2,120 
2,027 


1,402 


2,048 
1,951 
1,911 
1,854 
2,101 
1,951 
1,612 
1,505 
1,172 

929 
2,271 
2,074 
1,610 
1,439 
2'431 
2,140 


1,568 


1,587 
2,020 


1,620 


Compiled by the Bureau of Statistics, Interstate Commerce Cotnmission. Subject to revision. 
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et 
ton- 


miles 


per 


mile of 


road 
per 
day 


9,629 
6,150 
5,752 
4,378 
7,575 
53413 





Loco- 


ton-miles, mo- 
includ- tive 


miles 
per 


tives locomo- 


tive- 
day 


94.7 


90.8 
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FOR SALE 


USED RAILROAD EQUIPMENT 


4—Locomotives—2-8-0 Type 
1—Locomotive—4-6-0 Type 
13—Steel hopper cars—100,000 Ib. capacity 
7—Flat cars—80,000 Ib. capacity 
5—Gondola cars—80,000 capacity 
2—Passenger & baggage cars 
1—Passenger car 
2—Dump cars 
Large quantity railroad ties 
Miscellaneous railroad equipment 
Specifications furnished on request 


RAILROAD STEEL BRIDGES 


Excellent Condition 


Bridge #1. ga nl § beams, 21° s — 
#4.74—Thru plate girder, 37’ 6’’ s 
a6 #4.79—4 span deck girder, each span an 78? ay” 
66 #7.48—1 span deck girder 50’ 
ss #10.58—3 span thru girder, each span 58’ 
= #12.47—2 span thru girder, each span 78’ 
sd aemete es deck girder span; 
—66’ deck truss — 
rod span 


#13. 50126" deck plate g 

#16.64—1—40’ thru Saas ape 

reer span deck plate oo each span 
#23.92—1 span 45’ deck plate girder 
#32.92—1 span 36’ deck plate girder 
#36.56—1 span 62’ deck plate ape 
#37.76—1 span 30’ 6’’ deck plate girder 


6 small deck plate bridges crossing brooks, from 15’ 
to 19’ span, combined weight 


WIRE * WRITE *« PHONE 


DULIEN STEEL PRODUCTS, INC. 


Room 2280 Woolworth Bidg., New York, N. Y. 
Tele. COrt. 7-4676 





Weight 
5,7. 


25,280 
28°00 
38, 


209,125 
332/098 








Steam Couplers 


A. R. A. STANDARD 


Flexible Conduits 


REPLACES RUBBER HOSE 


Vapor Systems 
THERMOSTATIC CONTROL 
Air Conditioning 
Controls 
oe Maro, 


ENGINEERED 
PRODUCTS 


Y Rpectrt EXCHANGE, CHICAGO, ILL. 
*nreey <0 








HYMAN-MICHAELS COMPANY 
Relaying rails kk Dismantling 


Used railroad equipment—cars—locomotives 
Freight Car Replacement Parts 


Complete stocks of guaranteed used freight car 
parts carried on hand by us at all times. Located 
conveniently for shipment to any part of country. 
Write—Phone—Wire—when interested in used 
Rails, Equipment, Cars, Car or Track Dismantling, 
or Car Parts. 
Main Office 
122 SOUTH MICHIGAN AVENUE 
CHICAGO, ILLINOIS 


Branches 
San Francisco 
Los Angeles 


QUALITY 


Houston 
Havana, Cuba 


RELIABILITY 


New York 
St. Louis 
SERVICE 





GET TOGETHER DEPARTMENT 








EDUCATIONAL 








Educational Service 
for 


RAILROAD MEN 


Maintenance of. Way— 
Mechanical— 
Signal— 
Operating— 
Engineers and Firemen— 
All Supervisors— 


The Railway 
Educational Bureau 
Omaha, Nebraska 


More money can be obtained now 
selling whole than from scrapping! 


Also, present high market prices will 


reduce book losses quite appreciably! 


WANTED 


CARS: Freight & Passenger 
LOCOMOTIVES: Steam, Diesel 
or Electric 
CAR PARTS: Used or New 
RAILS: Relaying 
CRANES & SHOP EQUIPMENT. 


IRON & STEEL PRODUCTS, INC. 
37 years’ experience 
13486 S. Brainard Ave., 
Chicago,' Illinois 
“ANYTHING containing IRONor STEEL” 








POSITION WANTED 








I have a large crew of best ex- 
perienced track men with boarding 
outfit looking for work anywhere. 
Address 646 Hegney Place, Bronx, 
New York. 








IMMEDIATE DELIVERY 
One 4-6-0 
RAILROAD LOCOMOTIVE 


Engine, 107 Tons 
Tender, 67 Tons 

Coal Burner 

New Tires & Flues 

Two 11” E, T. Air Pumps 


Hydrostatic 3 feed Lubricator 
2—10,000 Gal. Tank Cars 
2— 8,000 Gal. Tank Cars 


RAIL & INDUSTRIAL 
EQUIPMENT Co. 





30 Church St. New York, N. Y. 











Use 
Space 
in 
This 


Section 











Minimum loss of working time 


PHOTOS FOR 
WAR ZONE PASSES 


Complying with Government and Coast Guard Requirements. 


Portable Cameras cover your System photographing employees 
on duty; also photographs for Personnel files. 


_ Minimum cost. 


World’s Largest Photographers operating in over 100 cities. 


GRANT PHOTO CORPORATION 
16 West 22nd St., New York, N. Y. 
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LOCOMOTIVE CRANES 


GASOMEE x DIESEL — ELECTRIC 
Or 





Our truing shoes do the 
work while engines and 
cars are in service. This 
cut shows style for 
grooved tires and also 
shows the depth of grind- 
ing material. 


WHEEL TRUING 
BRAKE SHOE COMPANY 
DETROIT, MICHIGAN 
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: nd Bushings, 
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125 American railroa : PINS AND 
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made by the © 5 and parts. 
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Brakes are only as safe 
as the brake step 


unegualled inthe — PROTECT your crews— and 


. . oo your trains—in all kinds of 
history of insulated weather. Blaw-Knox brake steps 
wires and cables : and running boards are made of 

oo. 8 one-piece electro-forged steel 

with serrated-edge bearing bars 
and unique twisted cross bars to 
prevent slipping. 
We'll be glad to furnish draw- 
ings and prices to meet your 
needs—show you how easily 
and economically you can install 
Blaw-Knox grating. 


BLAW-KNOX DIVISION 


OF BLAW-KNOX CO. 
FARMERS BANK BLDG., PITTSBURGH, PA. 
SR SEES STS SS RE NR A 


May 2, 1942 3] 
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@ You get uniform, high 


ality Certified Steel when you draw on the large and com- 


| lete stocks of the nearby Ryerson plant. Prompt shipment assured. Write for Stock 
List. Joseph T. Ryerson & Son, Inc., Chicago, Milwaukee, St. Louis, Cincinnati, 
Detroit, Cleveland, Buffalo, Boston, Philadelphia, Jersey City. 


CERTIFIED 


STEELS 


Structurals Sheets 
Lewis Iron Strip 
Platea Alloys 


Are Safer..yet COST NO MORE! 


Principal Products Include: : 
Cold Finished Steel Mechanical Tubing  Babbit Solder 


Tool Steel Boiler Tubes ‘ing 
Stainless Welding Rod Naile, Rivets, ete. 


RAILWAY AGE 











